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SPECIAL NUMBER OF THE RAILWAY GAZETT! 
This week there has been issued a Special Number o} 
‘The Railway Gazette ’’ devoted entirely to recent pro- 
made by, and current problems affecting, various 
railwavs in the Colonies, Dominions, India, and other 


untries such as Argentina and Brazil where British-owned 
railways operate or are partly British-officered. This num 
ber is additional to the ordinary weekly issue, and has 
been sent to all annual subscribers. Extra copies, price 2s., 
may be obtained through any newsagent, or direct from the 
Publisher, post free, 2s. 6d. For further particulars se¢ 
Advertisemeni page 18. 








London Railways Fifty Years Hence 


A FINER London, though not much larger than the 
‘ London of today ’’: in these words Mr. Frank Pick, 
Vice-Chairman of the London Passenger Transport Board, 
epitomised his views of London fifty years hence, as given 
na paper to the Institution of Professional Civil Servants 
m November 27. For the area qualifying to be described 
is Greater London, however, he predicted a vast extension. 
[he home counties, and even the coast east as well 
h, would in fifty years fall within a one-hour journey 
f the capital. Already the flow of population outwards 
that would necessitate such improvement of railway ser- 
vices had amounted one million persons in the last 
(we years, and would continue until the central parts 

eplanned. To cope with this tendency, all main 
line suburban services would be electrified, and fast elec- 
tric trains would run at regular intervals both on existing 
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lines and transversely as a link between them. New tubes 
would be constructed for directions of movement across 
London at present poorly provided for. Discussing recon- 
struction of main-line termini, Mr. Pick considered that 
a new King’s Cross, covering the sites of the present 
station and St. Pancras, would balance the rebuilt Euston. 
BS * * * 
The Crystal Palace 


Famed for its firework displays and crowds, the Crystal 
Palace came to an appropriate end last Monday night 
by giving its greatest display and attracting record crowds 
to see its own destruction by fire. Conceived casually 
by Sir Joseph Paxton on a piece of blotting paper during 
a railway enquiry at Derby, and built with the approval 
of Robert Stephenson for the Great Exhibition of 1851, the 
Crystal Palace in Hyde Park was the embodiment of the 
ideal of comity among nations for which Prince Albert 
valiantly strove. Through the action of a group of public- 
spirited men, it was moved from Hyde Park to Sydenham 
in 1854, and recently has been preserved by public sub- 
scription. The great glass house, based on Paxton’s con- 
servatory at Chatsworth, had come to be regarded by 
latter-day Londoners both a landmark and an 
apotheosis of the now almost legendary spacious days of 
mid-Victorian times. As a centre of entertainment, 
especially in the heyday of royal fétes and Handel Festi- 
vals, the Palace drew many hundreds of thousands of 
visitors, and to accommodate this traffic the old 
L.B.S.C.R. enlarged its London Bridge terminus and 
secured powers to extend the Sydenham line to the Palace. 
The Crystal Palace station—now an anachronism in name 

was built almost beneath the great glass halls, and 
was opened on June 10, 1854, when Queen Victoria and 
her Consort attended the reopening of the Palace. 


as 


* * x: * 

The Week’s Traffics 
A net decrease of £45,000 is shown in the traffics of the 
four group companies for the past week, as compared with 
a net increase of £22,000 for the previous week. Coal 
is responsible for £63,000 and merchandise for £8,000 of 
the decrease. In the corresponding week of 1935, however, 
there were substantial increases in the coal receipts of the 
L.M.S.R., L.N.E.R., and Great Western because of fears 
coal strike, and good advances were shown in the 
merchandise earnings of the L.M.S.R. and L.N.E.R. 
Passenger train traffics to date show the following per- 
centage increases: L.M.S.R. 2:58, L.N.E.R. 2:08, Great 
In merchandise earnings 


ot a 


Western 2°10, and Southern 2°10. 
to. date the L.M.S.R. has a gain of 5°77 per cent., the 
L.N.E.R. of 3.20 per cent., and the G.W.R. 4-23 per cent. 





{8th Week Year to date 
Pass., &c. Goods, & Coal, &« Potal Inc. or Dec. 
r i ri / f 5 
L.M.S.R 11,000 7,000 21,000 3,000 2,214,000 3°94 
L.N.E.R — 3,000 17,000 19,000 39,000 1,189,000 2-89 
G.W.R. 10,000 5.000 13,000 2,000 602,000 2-56 
S.R 8,000 3,000 10,000 5,000 377,000 + 2-00 


Great Northern Railway (Ireland) receipts for the past 


week show an increase of £700, and Great Southern 
traffics are £4,336 up. 
* * * * 


British Railway Stockholders’ Union 

The report for the year ended October, 1936, which 
forms the fourth year in the history of the union, is an 
interesting and encouraging document. Membership of 
the union has shown further expansion, the net increase 
during the twelve months being approximately 4 per cent., 
and the widening interest attaching to the union’s journal, 
The Railowner, has led to its being increased in size to 
20 pages. The committee has decided to change, as from 
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the December issue, the title to The Railway Stockholder, 
which is more appropriate in view of the wider’scope of 
the publication. Appreciative reference is made in the 
report to the action of Sir Josiah Stamp and Sir Robert 
Horne in addressing members of the union at luncheons 
organised by the committee, a policy likely to produce a 
still further increase in membership. Discussing the finan- 
cial position of the four group companies, the report points 
out that their net revenue amounted to £32-92 millions in 
1935 as against £44-98 millions in 1929, and the percentage 
of return on total capital receipts to 3-01 per cent. as 
compared with 4:17 per cent. in 1929. Standard revenue, 
as contemplated by the Railways Act, 1921, requires £51 
millions, equivalent to 4-7 per cent. on total capita! 
receipts. Present indications point to a total increase in 
gross receipts for the year 1936 approaching £5 millions. 
oe A * * 

Overseas Railway ‘lraffics 

An all-round improvement in Argentine railway traffics 
is to be noted for the past fortnight. The Central Argen- 
tine leads with an increase of £49,169 in the two weeks, 
and the Buenos Ayres Great Southern has in the same 
period reduced its previous decrease by £24,619. On the 
Buenos Ayres & Pacific the improvement has been 
£10,409, on the Entre Rios £6,425, on the Cordoba Central 
£5,600, on the Argentine North Eastern £3,448, and on 
the Buenos Ayres Western £755. The British-owned com- 
panies operating in Brazil continue to show increases. 





No. of Weekly I or Aggregat Inc. of 
Week Traffics Deere Prati Decrease 
/ f r Pr 

Buenos Ayres & Pacifi 22 78,706 $,205 1,657,047 36,794 
Buenos Ayres Great Southe 2nd 128,353 20,480 2,463,255 137,587 
Buenos Ayres Wester 22nd 51,294 1,764 896,290 20,464 
Central Argentine 22nd 142,957 27.919 3,020,974 $42,781 
Canadian Pacifi $7t 547.000 6.000 24,551,200 1,661,000 
Bombay, Baroda & Cent I 3ith 207,225 $4,875 5,122,500 135,000 


Gross earnings of the Canadian Pacific Railway for the 
ten months January—October, inclusive, show an increase 
of £1,590,800, and net earnings an increase of £118,800. 


* * * 


Feeding the Multitude 

Those who ascribe a lack of variety in restaurant cal 
menus to an authoritarian imperviousness to criticism in 
the catering departments, will be relieved to hear that 
the uniformity is, on the contrary, in deference to the 
freely expressed will of the sovereign people. It is not 
lack of invention that causes supréme de sole, for instance, 
to figure so often on some railway routes, but the fact 
that ‘‘ the North Country people seem to have a preference 
for it." We quote from an announcement recently circu- 
lated by the L.N.E.R., whose analysis of public taste 
should be representative in view of the fact that 2,741,000 
meals have been served in the company’s cars during 
the past year. In 1937 this total will undoubtedly be 
increased, for the present fleet of 224 restaurant cars and 
51 buffet cars is to be augmented by 11 of the former, 
15 of the latter, and two vehicles of special design com- 
bining features of both types. The ramifications of the 
L.N.E.R. are well known to be extensive, but perhaps 
this will be realised more vividly than ever when it is 
stated that the railway penetrates to districts so aloof 
from normal currents of taste that bacon and eggs is the 
most popular dish at all times of day. — 


* * * * 


American Railway Safety 

In none of their achievements do the railways of the 
U.S.A. take more pride than in their record of safety. As 
we recorded in our issue of January 24 last, no passenger 
was killed in an accident to a train on the American rail- 
ways during the calendar year 1935, and now a complete 
analysis of returns enables this safety record to be con- 
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sidered in more detail. Actually one passenger did lose 
his life in a train, but this fatality, which occurred jn 
November a year ago, was in no way connected with the 
movement of trains; it resulted from the explosion of 
heater in a passenger coach while the train 

this coach was motionless. In 1935 the Class |] 
alone carried a total of 446,000,000 revenu 


a 
ontaining 
railways 


ssengers 


with the non-movement loss of but one, while the tol] of 
road deaths during the same period was estimated by, 
the National Safety Council as 36,400, and so the clain 


of the U.S.A. railways to be the safest tra: 
agency seems to be well justified. Furtherm this is 
no new feature, for, although last year’s record is believed 
to have been achieved for the first time in American 
railway history, the previous years made very good show- 
ing. Of the 142 principal railways of the U.S.A., 130 
had at the end of 1935 a clear record of no passenger 
fatalities in train accidents during the previous five years 
or more; 114 had such a record for ten years or more: 
and 99 for fifteen years or more 


isportation 


* * * * 


A New World’s Record 

In these days of ever-increasing speed, railway records 
are made only to be broken. The wide spaces of the 
North American Continent, with their prairie lands extend- 
ing over hundreds of miles of the Middle West, offer an 
ideal field for long-distance record-breaking, and the diesel 
engine, capable of continuous high speed running over in- 
definite distances without the steam locomotive’s suscepti- 
bility to the condition of its firebox and smokebox, is the 
ideal mode of propulsion for the purpose. Each of the 
new diesel-driven trains now being built by the competing 
railways between Chicago and the Pacific Coast appears 
on trial to go one better than its predecessors, and the 
Denver Zephyr of the Chicago Burlington & Quincy—the 
latter’s reply to the Union Pacific’s City of Denver—is 
the latest record-breaker. For the experimental run, four 
sleeping cars were cut out of the twelve-car stainless steel 
train, leaving eight coaches, which were occupied by 120 
railway officials and Chicago business men. Over a 
shortened route of 1,017 miles, cutting out Omaha, the 
Denver Zephyr covered the entire distance without any in- 
termediate stop in 12 hr. 12 min. 27 sec., and so averaged 
83-3 m.p.h. throughout, including all slacks en route. It is 
claimed that for a short distance near the Colorado border 
a maximum speed of 116 m.p.h. was reached. Not only 
so, but the tentative schedule of 13 hr. which had been 
laid down for the trip was bettered by 474 min. The 
best previous record for the same journey, of the origina! 
three-car Burlington Zephyr, was 13 hr. 5 min. 

cad * * * 


Overcoming Winter Troubles 

Winter brings its peculiar difficulties for the railways, 
and in some countries considerable sums have to be spent 
to keep the lines open. In Great Britain, generally speak 
ing, the effects of winter are not specially severe, even 
in exceptional years, but are nevertheless sufficiently 
troublesome at times to cause no little delay, worry, and 
expense. Snowed up points and crossings, ice-coated live 
rails, frozen signal connections and fittings, frost-coated 
spectacle and other glasses, all contribute to interfere with 
the free and safe working of the trains, so that anything 
which will diminish their effects at reasonable cost must 
be welcome. In this issue we publish some particulars 
of a product, which has proved itself in the cold storag 
field, and the purpose of which is to defrost frozen objects 
and prevent the adherence of ice and sleet to vital parts 
of railway equipment. 
witnessed make us feel that there should be a considerable 


Some interesting trials which we 
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1 product, not only here but particularly in 


field for such 
ntal countries. 


some 
* * 


The Boat Train Fire 
rains are of very rare occurrence in this country 


Bina ‘9 to 1924 inclusive, for example, only two cases 
wert red into—and it is unfortunate that the almost 
complete destruction of the vehicles concerned in the 
South Railway Channel Islands boat train fire of 
August 15, owing to lack of accessible water at Micheldever 
station, prevented Colonel Trench from coming to a posi- 
tive « ision as to the cause of the outbreak. His 
report be found summarised on page 954. He was 
able to that in all probability it was either a cinder 
lodgit a collapsible gangway covering, or a short 
circui the electric light wiring, the construction of which 
at least made this possible. Recommendations are made 
tending to improvement in this respect. The evidence 
was contradictory or hesitating on vital points—perhaps 


very naturally, as in the excitement caused by a fire persons 
easily form uncertain impressions and are not thinking 
of subsequent investigations—particularly as to which of 
two cangway doors the Pullman attendants opened when 
they were met by flames. Could this have been estab- 
lished Colonel Trench’s task would have been much easier. 
However, the risk, small hitherto, will become still less 
when the present recommendations have been complied 


with. 


Braking and Line Occupation 

The extension of high-speed passenger train services in 
this country is bringing te the fore as an important prob- 
lem to be faced in the near future the question of improved 
braking. Such trains as the Silver Jubilee and the pro- 
posed six-hour trains between London and Glasgow’ and 
London and Edinburgh, fitted with the present standard 
brake equipment, have to be worked on the double-block 
system because of the long distance required in which to 
stop such trains from their highest speeds. In effect double- 
block working reduces the capacity of the track by re- 
quiring that it shall be clear ahead of the trains for a 
much longer overlap than usual. While the public demand 
for faster trains is directly responsible for forcing this 
subject to the front, indirectly the whole question of 
braking requires review because it is the existing slow 
trains without continuous brakes that at present 
occupy track sections for the longest periods. In this 
connection the recently completed equipment of continuous 
brakes on goods trains in France has resulted in a general 
speeding up of goods services. The heavy coal trains of 
the Nord, for example, weighing over 2,000 tons behind 
the tender cover the 130 odd miles between Paris and Lens 
in 5 hr. 40 min., an appreciable improvement on the 
average for heavy mineral trains in this country. 

* * * * 


1 


goods 


Rolling Stock Finishes 

The average railway passenger does not, as a rule, pay 
particular attention to the way in which the vehicles he 
travels in are finished, though he is appreciative of the 
greater comfort of the interiors now given him. So far 
as the exterior is concerned, he may notice a change in 
colour, but that, usually, is as far as his observation goes. 
He is not aware of the varied nature of the materials 
now available, and has no idea, probably, of the many 
advances that have been made in recent years. A sum- 
mary of modern methods of decorative finishing of railway 
stock inside and out will doubtless be of interest to many 
of our readers, and the article by an authority on the 
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subject, of which the first part appears on page 941 this 
week, should provide all the information that is required. 
Of particular interest are the author’s remarks on vitreous 
enamelled sheets. Nearly 200 coaches in various parts 
of the world—India, New Zealand, Nigeria, and the 
Federated Malay States—are now finished with these 
sheets. English railways in general have not taken up the 
finish as yet, though showing themselves prepared to make 
trials of other materials. The author is evidently an advo- 
cate of spray painting wherever possible, both for exteriors 
and interiors, and most of the coach and wagon stock of 
the Egyptian State Railways, with which he is associated, 
is sprayed. In this direction the English railways, though 
following the practice in many cases, seem a little reluc- 
tant to go so far, though experience elsewhere has demon- 
strated that spraying is quite satisfactory, and is both 
quicker and cheaper than application by brush. 
* * * * 

Controlling Heat in Railway Carriages 

In no part of the world are railway passengers 
unanimous upon the most desirable temperature for car- 
riages, and in the less advanced communities differences 
of opinion or the urge to experiment are likely to have 
serious effects upon the heating equipment. Where open 
coaches are in use, moreover, it is hopeless to expect that 
a single regulating handle under the control of passengers 
can be adjusted to satisfy everybody. Special interest 
therefore attaches to a demonstration at the works of the 
Birmingham Railway Carriage & Wagon Co. Ltd. yester 
day, attended by a number of railway officers and others. 
which showed the Vapor system of steam heating, manu- 
factured in this country by Gresham & Craven Limited, 
as applied to coaches for the Chinese National Railways. 
In this system (described in THE RatLway GAZETTE of 
May 29 last, pages 1040-1041), steam at pressures ranging 
between 50 lb. per sq. in. as a maximum and 10 Ib. as a 
minimum, is supplied in the usual manner to a main steam 
pipe line, suitably drained and arranged for standard 
vehicle intercoupling. From this point, however, the heat 
of the steam is controlled and distributed in a special 
manner, the steam supply, reduced to atmospheric pres- 
sure, being fed and controlled by easily accessible regu- 
lators outside the vehicle. Absolutely even heating is 
assured, and no high pressure steam is present in the 
coach at any point. 

* * * * 

The Child in the Train 

It is frequently observable that travel by railway exer- 
cises a stimulating effect upon the juvenile mind, so much 
so that we have even heard a young passenger maintain 
a varied commentary upon the view to be seen from the 
windows of a tube train. Equally ambitious in his own 
sphere was the fledgling mathematician who threatened 
to count every telegraph pole between Exeter and Taunton, 
until a resourceful parent temporarily gagged him by the 
insertion between his scientific jaws of an outsize in lolli- 
pops. The slight dislocation which such feats inflict upon 
the mental processes (if any) of other passengers is 
generally regarded as an evil which must be endured 
because it cannot be cured; in Russia, however, we learn 
from a daily paper that it is proposed to provide special 
carriages for the segregation of mothers travelling with 
their families. In such vehicles, a junior comrade wishing 
to enrich the national culture by intoning the names of 
all stations between Moscow and Vladivostok, will be 
able to do so with a restricted range of interference. 
Whether such performers will find the same zest in their 
achievements in the absence of inoffensive adults to annoy 
or alarm, is, however, another matter. 
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Railway Freight Rebates 


Mm HE recent review by the Rates Tribunal of the opera 
tion of the Railway Freight Rebates Scheme during 
the twelve months ended September 30 last, and the pub 
lication of the Government Bill amending certain provisions 
of the Local Government Act, 1929, have largely removed 
the uncertainty following the establishment of the railway 
companies’ claim that they have been materially over 
assessed in respect of local rates since April, 1931. Briefly, 
the facts of the present situation are that under the Loca! 
Government Act, 1929, the railway companies were 
relieved from the payment of 75 per cent. of the loca! 
rates on freight transport hereditaments. [he relief so 
afforded did not inure to the railway companies, howeve1 
but had to be paid into a Railway Freight Rebates Fund 
and used to assist trade and industry by the grant of 
rebates from the railway conveyance charges on certain 
selected traffics specified in the Act. The fund is adminis 
tered statutorily by the Railway Clearing House, and the 
Rates Tribunal is charged with the duty of reviewing its 
operation annually before the end of November, and 
adjusting the level of the rebates in the light of the est 
mated rate relief for the twelve months ending in th: 


following September. At previous reviews the companies 
have repeatedly informed the tribunal that, in the! 
opinion, the have been considerably Ove! issessed fo) 


local rates and that their payments into the fund have 
therefore been excessive. The completion of their valua 
tion by the Railway Assessment Authority for the first 
quinquennial period ended March 31, 1936, under the 
provisions of the Railways (Valuation for Rating) Act 
1930, and the subsequent legal proceedings and negoti 
tions, have now confirmed the companies’ contentiou 
and it has been agreed that there is about £9,762,000 to be 
repaid to the companies in respect of their overpayment 
to the fund between April 1, 1931, and December 3i 
1936. 

The repayment of this large sum to the companies would 
have involved the complete cessation of the freight rebate 
for a considerable time but, in order to avoid such a1 


obviously undesirable step, discussions have been in pro 


eress for some months between the Government, the rail 
ways, and other interested parties. As a result, the 


yi L 
Government has introduced a Bill into the House of Lord 


which seeks to amend in certain important respects 
provisions of the Local Government Act, 1929, deali: 
with freight rebates So far as the indebtedness to th 
companies is concerned, the Bill provides that the trustees 
of the fund, the Railway Clearing House, may, with the 
consent of the Minister of Transpo borrow on. thi 
security of the fund to meet its liability in respect of past 
over-payments, and also make payments out of the fund 
to repay the prin i] al so borrowed. The Bill also provides 
that the principal and interest on the loan are to rank 


priority to any other payments from th ind. At Septem 
ber 30 there was a credit balan in the fund of 
£1,066,990, which, however, will be slightiy increased by 
the end of the year as the tribunal has agreed to the 
suggestion of the companies that, in the interest of traders 
generaliy, the existing scale of rebates should be con 
tinued to that date. The loan to be raised will therefor 
be about £8,600,000, repayable in sixteen years, and it 


proposed to make the offer of stock as nearly as possible 
to December 15. Figures submitted to the Rates Tribuna! 
showed that the companies have contributed a total of 
£28,725,188 to the fund during the seven years ended 
September 30, 1936, an iverage of just over £4,000,000 
per annum, but for the twelve months to September 30 
next they estimate the sum payable will be £2,330,000 
only. This reduction in the quantum of the estimated rate 
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relief would have necessitated a material reduction in th 
level of the rebates in any case, but thi essity of 
providing also for the sinking fund instalm required 
for the service and redemption of the loan of £8,600,000 
will, it is estimated, reduce the amount a ible for 
rebates to something like £1,500,000. 
Certain of the industries which have hith¢ 


from these rebates are now in a more satisfa 


benefited 
position 


than in 1929, and the Government Bill theret provides 
that as from January 1, 1937, for a maximum period of 
sixteen years, rebates shall be granted only on exported 
coal, coke and patent fuel, milk and livestock ebates 
on raw materials for iron and steel works, fee stuffs 
&c., being discontinued. The Bill proposes ; that of 
the amount available for distribution in the form of 
rebates, coal shall receive 80 per cent. and lk and 
livestock 20 per cent. It is expected that this striction 
in the list of rebateable traffics will enable a rebate of 
about 54d. a ton to be paid on export coal a coke 
as compared with 8d. at present, and that the rebates 
for milk and livestock will be only slightly less Low, 
Thus, assuming the Bill is approved, the companies should 
receive a substantial proportion of the £9,762,000 time 
for inclusion in their 19386 accounts. Apart from this 
sum, it will be appreciated that the compani also 
entitled to the repayment of an appreciable proportion 
of the 25 per cent. of their local rates which they have 


paid to local authorities. The amount to be repaid undei 
this head is in the neighbourhood of £3,000,000, and 
hough there may be difficulty in meeting the claims 
the companies in a few cases, many local authorities 
have been providing for this contingency for some time 
and will be in a position to repay the companies 
mediately their exact liability is determined. Meanw 
thre companies will of course re ip the advantage of 
lower assessments in their current payments both to 
fund and the local authorities. 


Ol 





* ‘* * k 
Japanese Government Railways Results 


ue rapid increase in business experienced by_ the 

Japanese Government Railways between the fiscal 
years 1933-34 and 1934-35 was not continued at the 
same rate during the annual period ending March 31, 
1936. Nevertheless, an increase under all heads was 
recorded, and the totals for gross receipts, passenge! 
eoods traffic and revenue were higher than in any 
although the net receipts were still some 
15,000,000 yen below the total for 1929-30. The opera 
ting receipts increased by 5 per cent. to 544,534,114 
ven and the working expenditure by 4-9 per cent. to 
329,537,000 yen, giving an operating ratio of 60°5, that 
is, practically the same as in the previous year. 
Interest and other financial charges amounted to 
105,462,996 yen, and the net profit of 109,986,002 yen 
after meeting all financial commitments represented a 
return of 2-8 per cent. on the capital invested, viz., 
3,938,262,736 yen. The number of passengers carried 
rose by 8 per cent. to 985 million, but the passenge! 
receipts increased only by 6 per cent. as there was a 
drop in the average passenger journey from 24:7 to 
245 km. and more passengers travelled with cheap 
tickets. The goods carried increased by 4:7 per cent 
to 81:04 million metric tons, and the goods revenue by 
45 per cent. to 225,343,248 yen. Although there are 
about 14,500 miles of railway in Japan new lines are 
being built constantly, and during the year under review 
the Government Railways opened a further 603 km., 
making the State-owned total 17,030 route km., corre- 
sponding to 27,299 track km. There was thus a slight 


previous year, 
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lrop iverage revenue per km. of line open to 
traffic. 1 steam locomotive stock increased by 126 to 


electric locomotive stock by eight to 173; 


3,938 and ca 
diesel locomotives were put into traffic, 


S00 pp 


ind locomotive stock raised to 4,124. New 
electrifit ies in the Kobe-Osaka district resulted in 
47 ele 1otor-coaches being purchased, and the total 
now stan 1,450. The coaching stock rose by 98 to 

otal of 9,514 and the goods stock by 2,455 (all air- 

ik 69,940. As usual, a profit was made on the 
shippil tween the various islands, the takings 
smount ) 12,899,280 yen and the expenses to 
6.743,420 yen. The working expenditure of the com- 
plete organisation was made up as follows (in 
percen general expenses 2°0; maintenance of way 
17:3; « traction 4:0; maintenance of rolling stock 
9-7 rtation 26-0; traffic 33-2; road services 0°6; 
shipp 2-0: health and welfare 2-0; subsidies and relief 
WssOr 1-5; miscellaneous 1:7. 

* * * * 


Victorian Government Railways 


WOR the 
POR: 


Otld 


year ended June 30, 1936, the operations of the 
Government Railways, Tramways, and 
Road Motor Public Services resulted in a deficit of 
in improvement of £60,144 on the previous 


n 


£506,306, 


year. Revenue improved by £270,758, and there was a 
lecrease of £23,856 in interest charges, but working 
The net revenue of 


xpenses in reased by £234,470. 
4 503 from the joint undertakings represents a return 
cent. on the total property investment, includ 
g stores and materials, as compared with 3°62 per cent. 


w the previous year. Railway net revenue was equivalent 
3:73 per cent. on railway loans, as against 3°68 per 
ent. in 1934-35. Part of the leeway in deferred mainten 
ince and renewal work has been overtaken, and the pos! 
has otherwise been relieved by the large amount of 
relief funds made available by the Government for 
strengthening and improving the tracks. The Commis 


sioners point out, however, that if the property is to be 
lin a satisfactory working condition, the amount 


provided for betterment and maintenance work during the 


next few years must be increased substantially. This 
:pplies particularly to the provision of up-to-date loco- 
motives, carriages and wagons, and of modern plant at 
the Newport power house. The length of lines now closed, 
representing an approximate capital cost of £389,492, 
remains at 47 miles. Non-paying railways involved a loss 
of £172,097 during the year, of which sum the Treasury 


has relieved the railways to the extent of £163,859. Losses 
n other sections amounted to £167,587. 
substantial increase in railway revenue was derived 
from country passenger business (£41,847) and 
nd livestock business (£212,405). Faster and mor 
lrequent passenger train services were an important facto1 
n improving country passenger revenue. In 1934-35 pas- 
er revenue was increased by approximately £132,000 
rom extra traffic resulting from the centenary and other 
In goods and livestock revenue the increase 
the result of the more favourable wheat season 
wheat traffic receipts improved by £129,187, or 24-27 per 
nd the general improvement in economic condi- 


on oO 
} 
| if 
il 
: 1 
nalniy 


S ods 


seng 


elebi ms. 


\ , r 
Was mn 


tions. General merchandise tonnage increased by 8°41 per 
ent., but the revenue therefrom improved only by 
£42,069, or 3:18 per cent. Substantial concessions in rates 


The 
‘rease in total train mileage was partly due to the greater 
Volume of goods traffic, and partly to the remodelled 
ind improved passenger services. Further improvements 
were also effected in the regular goods train services upon 


had to be made to conserve traffic to the railways. 


r 
iif 
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certain lines. The length of line operated under the train 
control system is now 2,2103 miles, embracing nearly the 
whole of the important country main and branch lines. 
Some railway figures are given in the accompanying table. 
1935-36 1934-35 


Average miles 4,721 4,721 
Train-miles 16,390,943 15,536,111 
Net earnings per train-mile 3s. 5°49d 3s. 7-06d. 


139,539,089 
5,762,418 


139,689,012 
5,401,974 


Passenger journeys 


Goods tonnage 


Operating ratio, per cent 70-76 70-41 
4 4 
Passenger revenue 5 3,713,411 3,685,978 
Goods revenue 3,967,580 3,786,795 
Total earnings 9,689,925 9,421,092 


6,856,497 
2,833,428 
76,689,384 


6,633,649 
2,787,443 
76,341,426 


Working expenses 
Net earnings - 
Capital expenditure 


Substantial progress has been made with the construction 
at the Newport workshops of twelve Cor-ten steel vehicles 
for the Sydney Limited service. Noteworthy features in- 
clude a semi-streamlined design, air-conditioning through- 


out, special springing, and automatic couplings. Entirely 
satisfactory results have been obtained with the two 


experimentally air-conditioned cars, one a standard country 
passenger car, and the other a steel dining car, which were 
placed in service in December, 1935, and February, 1936, 
respectively. It is proposed to extend the innovation to 
first and second class carriages on certain country lines, 
and fourteen additional equipments have been ordered. 
An order has been placed for five additional units for rail 
motor work, using ‘‘ dieselene.’’ During the year, and 
as a result of the grant of licences by the Transport Regu- 
lation Board, arrangements for co-ordination between the 
railways and the authorised road passenger services were 
made in a number of areas. The Government has decided 
to introduce legislation for transferring approximately 
£30,000,000 of railway loan liability to the State’s General 


Account as from July 1 next. 
* 


* * 


‘¢ Free to Free” Trathe in Ireland 


* 


HE article on the “‘ Irish International Main Line ’ 
in our issue of November 6 was concerned chiefly with 
the trunk route of the Great Northern Railway (Ireland) 
between Dublin and Belfast which provides the main 
channel of communication between the capitals of the 
Irish Free State (Saorstat Eireann) and of Northern Ire- 
land. The G.N.R., by reason of its geographical position 
as a border railway, is also the chief undertaking con- 
cerned in handling another traffic peculiarity that has arisen 
from the governmental division of Ireland, namely, what 
is called ‘‘ Free to Free ’’ traffic. This results from the 
fact that, although County Donegal is a part of the Irish 
Free State, its only land connection with the remainder 
of Saorstat Eireann, avoiding Northern Ireland territory, 
consists of a narrow strip in the south-western corner of 
the county connecting it with County Leitrim. There is 
no railway through this trip of territory, and therefore 
all rail traffic between County Donegal and other parts 
of the Irish Free State necessarily traverses a corner of 
Northern Ireland. The railways serving Donegal are the 
G.N.R.; the County Donegal Joint (G.N.R. and 
L.M.S.R.); the Strabane & Letterkenny (worked by the 
County Donegal Joint); and the Londonderry & Lough 
Swilly. The last-named is now mainly a road transport 
undertaking, the G.N.R. and its associates are the 
chief interested parties. 
This ‘‘ Free to Free ’’ traffic has been made the sub- 
ject of special provision, and the railway companies ser- 


so 
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ving County Donegal have made commendable and suc 
cessful efforts to minimise the Border difficulty. To deal 
with this traffic the G.N.R. has provided nine 20-ton 
vans fitted for working on passenger trains, for the con- 
veyance of traffic from Dublin to Donegal and in the 
reverse direction. To avoid Northern Ireland customs 
delays the procedure is simple and all that the consignor 
has to do is to fill up in triplicate a simple customs form 
(No. 63). Vehicles containing traffic for County Donegal, 
from say Dublin, on arrival at Dundalk (if routed via 
Portadown) or at Clones (if routed via Enniskillen) are 
sealed by the Saorstat customs officer, who retains one 
copy of form No. 63 and stamps and sends forward the 
other two copies. The vehicles then pass without examina- 
tion through Northern Ireland until Strabane is reached, 
where the British customs officer breaks the seals and the 
contents are transferred under his supervision to County 
Donegal Railways Joint Committee or Londonderry & 
Lough Swilly narrow-gauge wagons. On completion of 
loading the narrow-gauge wagons are sealed by the British 
customs officer who signs and forwards a list of the 
contents of each vehicle certifying on the same that the 
transfer has been regularly carried out. This list is 
checked on arrival at the Saorstat customs station (Lifford 
or Castlefin) with forms No. 63, the seals are broken and 
if everything is in order the wagons pass through to 
destination. The same procedure is followed in the case 
of traffic passing from railway stations in County Donegal 
through Northern Ireland to railway stations in Saorstat 
Ewreann, the vehicles being sealed by the British customs 
officials at Strabane and opened by the Saorstat officials 
at Clones or Dundalk. 

For the due observance of the customs regulations 
governing the passing of sealed vans and wagons through 
Northern Ireland territory without customs examinatior., 
the Great Northern Railway Company (Ireland) with the 
other railway companies concerned (County Donegal Rail- 
ways Joint Committee, Londonderry & Lough Swilly 
Railway Company, and Sligo, Leitrim & Northern Coun- 
ties Railway Company) have jointly entered into bonds 
with the British customs authorities in amounts totalling 
£3,000. To facilitate the supervision by the British 
customs officer at Strabane and in order to avoid delay. 
a member of the G.N.R. Company’s clerical staff at that 
station comes on duty at 7.0 a.m. and prepares (from the 
forms No. 63) lists of the goods in the sealed wagons. 
These lists are available for the British customs office1 
on his arrival on duty at 8.0 a.m. and all he has to do 
is to mark thereon the number of the wagon (County 
Donegal Railways Joint Committee or Londonderry & 
Lough Swilly) into which the goods are loaded. The 
Saorstat customs officer at Lifford having been furnished 
with these lists, makes a ‘‘ spot check ’’ of a number of 
consignments. We understand that the system works 
admirably; that the cases of delay do not total one per 
cent. of the number of consignments dealt with; and that 
when delay occurs the fault generally rests with the con- 
signor in not supplying correct or full particulars. For 
these services the railway companies make no charge for 
customs clearance, and in addition, for a portion of the 
journey between Dublin and Strabane the goods receive 
a passenger train service at goods train rates. An exampie 
of the expeditious service afforded by these arrangements 
is provided by the fact that it is possible for traders to 
despatch goods by the company’s 6.15 p.m. train from 
Dublin, and after traversing 180 miles (the goods having 
been examined and transhipped en route) to reach Donegal 
Town at noon on the following day. Similarly, in the 
reverse direction, goods despatched from Donegal at 
1.0 p.m. arrive in Dublin at 11.30 on the following 
morning. 
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Air Resistance 
BLSEWHERE in this issue we summaris‘ 


’ aper deaij 


ing with the air resistance of conventional ana 
modified trains, the outcome of experiments initiated py 
the Advisory Committee for Scientific Research of the 
L.M.S.R., and financed jointly by that company, the 


L.N.E.R. and the Southern Railway. Mr. F. ( 


=04N “I twa! Johansen. 
Engineering Research Officer of the L.M.S.R 


nd author 


of the paper, has presented in readable form a truly 
impressive quantity of information gained st wholly 
from wind tunnel experiments. Such experiments ap 


dl 


open to many objections, all of which were duly 
out in the course of the discussion, but ther 

doubt that intelligently conducted tests on m 
valuable information regarding the 


pointed 
1 be little 
els afford 


lines along which 


improvement might reasonably be sought.  T! are at 
any rate superior to the costly guesswork or cut-and-tr 
again type of experiment on full size units. Sometimes 
when a research worker, for comparative purposes, adjusts 
test figures obtained on models of different scales to mak 
them applicable to the full scale, he is accused of fraud 


and deception. This, of course, happened to Mr. Johan 


sen, for there always have been and always will be engi 
neers whose sense of proportion leads them to think that 
one or two absolutely accurate figures obtained it 


stupendous cost are more valuable than a set of approxi- 
mate computations, even though this set should cover 
wide field, and suggest new lines of development. Th 
most cogent objection to Mr. Johansen’s methods related 
to his use of a flat stationary plate instead of a moving 
surface to represent the ground, but, as he explained ‘n 
his reply to the discussion, the money allotted for the 
experiments would not permit of this refinement, much as 
he desired to be able to imitate in his models the relative 
motion between the train and the ground. It is indeed 
probable that some of his figures and deductions relating 
to the resistance of underframes would need modifying a 
little in the light of more elaborate experiments 

The main findings of Mr. Johansen’s research accord 
well with what might be expected, and the paper contains 
few surprises. It makes out a case for modifying standard 
trains which are to run at high speeds, but it makes 
out a far stronger for building special trains of 
nearly as possible ideal aerodynamic form, which, it maj 
be stressed, would have to have a form of ventilation 
that did not require open windows. With 1 trains 
power and fuel could be saved, but in all probability th 


case 


such 


vreatest financial return would accrue not from saving 
power but from utilising it to the full to secure higher 
speeds. A few railway engineers are still of the opinion 


that streamlining is without any but publicity value, but 
Mr. Johansen’s paper demonstrates its desirability for the 
high speeds that are likely to be demanded in the neat 
future. The experience of the L.N.E.R. lends support 
to this conclusion, and it was of practical interest, especi- 
ally in view of the vertical V and rounded extremities 
of Mr. Johansen’s ideal streamlined models, that >it 
Nigel Gresley, who presided over the meeting, should 
mention his experience of the form of front fairing 
adopted on the L.N.E.R. streamlined engines. By engen- 
dering an upward current of air, this shape effectively 
lifts the exhaust clear of the driver’s outlook even In 
cross winds, and another speaker pointed to the further 
advantage of this shape in tending to throw the air up 
from beneath the train, so reducing the resistance of the 
chassis which it is difficult to protect otherwise. Sir Nigel 
also mentioned that recent experiments had shown the 
possibility of savings amounting to about 12 and 35 h.p. 
at 100 m.p.h. if the rear of the train were cut back 12 
and 18 ft. respectively to a similar beaver-tail shape. 





XUM 








L 











XUM 


December 4. 1936 


LETTERS TO 


THE RAILWAY 


GAZETTE 933 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Engineering and Exporting 
The Institute of Export, 
11, Aldwych, London, W.C.2 
November 25 
HE Epiror oF THE RAILWAY GAZETTE 

ir issue of November 20 instant you have 
ugh to refer to the address given to our 
Mr. Rolt Hammond, in an attempt to illustrate 

ss 1 between engineering and export. 
- is it the purpose of the Institute of Export to 
olicy 2’’—that is to say the policy of demanding 
strial country that its exports should exceed 
\s I feel that this commentary may mislead 
ipon the true purpose of the institute, I shall 
low me to point out that, while we take 
in everything appertaining to export 
| W ire. primarily a professional organisation which 
exists 1 tablish and raise the status of export executives; 
they and others, either in or contemplating 
as a career, shall have facilities for acquir- 
qualifications; and also to try to inculcate 
ls of our manufacturers and the public at large, 

tion of the importance of export. 


will al 


in intel it interest 


export 


| say that enlightened opinion, in this country 
s now re gnising that imports and exports of 
oth ¢ s and services between countries must balance, 
st pay for the other. This institute regards 
ts the means of paying for the country’s imports, 
this aspect welcomes the import trade so long 
§ countries will accept the only means of payment 
Yours faithfully, 

R. J. TURNER, 

Chairman 
\\ vlad to publish this disclaimer of support for 


of forced exports.—Eb. R.G.] 


Why Russia Adopted the 5-ft. Gauge 


Bibliotaksgatan 11, Stockholm, 


Sweden. November 2 
lo THE EpIror OF THE RalLway GAZETTI 
SIR rhe editorial note on page 600 of your issue of 
Octob 16 about the early days of the Russian railways 
sent me into my railway files for some material I knew I 
the part piayed in the early construction of this 
system by an American railroad builder, Major George 
Washington Whistler, father of the painter, James Abbott 
McNeil Whistler 
When Mr. Ralph Budd, President of the Chicago, Burlington 
Quincy Railroad, was summoned to Russia in 1930 or 
32 o1 railroad commission for the Soviet Government, he 
vas prowling in some official archives in Moscow and found a 
er in Whistler's handwriting to Count Kleinmichel, the 
's iewhat incompetent advisor in railroad matters. 
This document concerned the question of a suitable gauge 
the Russian railroads, and advised a rail-to-rail distance 
5 ft., as against our traditional width of 4 ft. 8} in. 


Mr. Budd had the letter photostatted and subsequently 


the sheets, from which I made a typed transcript. 

That photostat is now in the collection of the James J. Hill 
Refe Library of St. Paul—which, I suppose, is where it 
elong is the library was given to the city by the great 
Jir Hill, himself railroad man of some stature. (I 

nt { prep "’ school with his grand-children, and hence 

1 S| 1l warmth toward the Hill tradition.) I am send 


ng you my typed 
ou May care 


the Whistler-Kleinmichel] letter, 
to reproduce such an interesting document. 
isly enough, the scions of the Whistler clan settled 


copy of 


in two spots in America, one group in the neighbourhood of 
Connecticut and the others in St. Paul, my own home town. 


Of the latter, one is Mr. W. R. Wood, Assistant Super- 
intendent of Motive Power for the Great Northern Railway, 
Mr. Hill’s ‘“‘ own road. 
Yours faithfully, 
RODGER L. SIMONS 
St. Petersburg, September 9th, 1842. 
fo His Excellency The Count Kleinmichel, 


Aid de Camp General, etc., etc., etc. 
\s it is important that the question of width, or 
of track, and the form and weight of the iron 
on the St. Petersburg and Moscow Railroad 


** gauge ”’ 
rails to be used 
should be deter- 


mined as soon as possible, | beg leave to submit the following 
remarks and recommendations :- 

The ‘‘ gauge’’ of the track of almost all the railroads in 
Europe and America with some few exceptions is uniform, and 


8} in. 


have 


4 ft -and however arbitrarily these particular dimensions 
may been fixed upon originally, experience I believe has 
shown no sufficient cause for any material change—having been 
adopted on the earliest roads in England, its precise dimension 


continued from the necessary connections in the extension of 
the system, and I believe the question of altering it was not 
made until a very material increase in width was adopted in 


the construction of the Great Western Railroad in that country— 
since when it has frequently been the subject of investigation 
and discussion All have agreed that the original 4 ft. 83 in. 
is narrow enough; the question has therefore been confined 
entirely to an increase, and the advantage to be derived from 
this increase is generally stated to be an increased speed, beyond 
that heretofore acquired on roads of the ordinary gauge, and 
this to be attained, 

Ist.—By the mechanical advantage, or diminution of friction 
by increasing the diameter of the wheels, which may be done 
with wider gauge without raising the bodies of the carriages. 

2nd.—Greater stability to the carriages on the track and con- 
sequent greater steadiness of motion, and 

3vd.—Increased facilities for the adoption of large and more 
powerful engines necessary for the anticipated increased speed. 

In relation to this anticipated increased speed, the experiments 
instituted to aid in the investigation of this question and reported 
upon by Mr. Nicholas Wood, an eminent English engineer, clearly 
show that any such extraordinary speed is acquired only by a 
very great sacrifice of power, and it seems to me there can be 
little doubt that the rapid increase of resistance with the increase 
must lead to the conclusion that it is not advisable 
to attempt an extreme rate of speed, and in my opinion 30 to 
35 miles an hour may be considered as the limit of practical 
speed for passenger trains, with duc consideration to economy 
ind a proper accommodation of the public—this rate of speed 
is attained on roads of the ordinary gauge with the same facility 
of wider gauge—and it may be increased if thought 


ot speed 


is on those 
advisable. 

In reference to the mechanical advantage to be attained bv 
increasing the diameter of the carriage wheels, it is true there 
will be a diminution of friction with the increase of the diameter 
of the wheels, but I have no reason to believe that raising the 
body of the carriage within the limits of a practical increase of 
the wheel would effect the result While on the other hand, 
1 do think it would be advisable to increase the wheels 
beyond the ordinary practice for such a purpose, since the small 
advantage thus to be attained in the diminution of friction would 
be at the expense of heavier wheels and axles for equal strength, 
ind in my opinion increase of speed had better be acquired if 
necessary by an expenditure of power as a greater means cf 
security accident; for large wheels cannot be made s« 


ones 


not 


against 
strong as small 

In relation to the greater stability of the carriages on the 
wide gauge and consequent increased steadiness of motion, this 
is so dependent upon the construction of the carriages them- 
selves, and the manner in which they may be connected together 
in the trains, that I cannot see what effect the gauge (within 
practical limits) can possibly have upon it—the experiments on 
this head, have not shown any advantages of the wide over the 
rdinary gauge 

In relation to the last mentioned advantage, viz., the facilities 
for adopting larger and more powerful engines, I can only say 
the result of my own experience, and the opinion of all the 
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in the chair or other mode that may bs 


In England and in Europe generally the rail 
chairs fastened to stone bl 
sleepers at each bearing point, and for this pur 
web is made not over 1} to 2 in. wide and rx 
secured by iron or wooden keys. 


maximum weight, and consequent powe1 


weight of the rail which I 


chairs—except at the end of each rail, where, the 
relative position of the ends of the two rai 


sleepers by iron spikes. For this purpose thi 
) preserve equal strength 
of cars to goods carried, 

Petersburg and Moscow 


result of my own experience and the opinion 
large quantities of 


prepared to say 


| would therefore 


where to the precise dimension o 
cheaper than the 


important question ot cost 
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1 for its 





AOLTE 

e cha 

America generally, the rails rest immediat * ie 
block or wooden sleepers without the interventi st “ra 
Is Apeinc' 

iron plate—the whole being i 

in width sufficient to giv: ' 

on the sleeper without the aid of a chair, by w eans ¢ 
weight of the chair is applied to give strength to rail Th 
mode has been used has on - 

form of rail (called in Ame t H rail 
fastening, gives at least equal { t greater 
simplicity, and economy than other, } 
therefore recommend that this form be ado 

weight of the rail, as this io! 

been the subject of direct expt } nt +t 

certain practical limits) upon the length 
between the supports, and the ght upon 
wheels to pass over it—the practi limit for 
bearings is assumed to be bet 3 and 
question then is between the e E oa 
iron in the rails for a long ring, or 
increased number of supports for the shorter—and I |} © decided 
is similar to America, that the wooden sleepers will 

iron rails—and as the weight upon 

one pair of wheels to pass Ove! the rail need never ¢ ed eight 
recommend, that the weight of the rai e esta 

lished at sixty pounds to the yard—to be supported at interv: 


respectfully submitted by Your Excellency’s Most 








ubject of scientific investiga 


GEORGE W \ STLER 


The Summer Timetables of 193? 












tHE Epiror oF THE RaiLway Gaz! 
In reading last Friday’s issue of my ok 
Rattway Gazette, may I say that I think the special articl 
‘““ The Summer id 





most interested in reading it and like 





London, November 30 
rt 


I 
1 friend Tut 





Timetables of 193? ”’ is both clever 







































PUBLICATIONS RECEIVED 


lightweight and semi-streamlined trains, 
and air-conditioning, 
of the subjects of current interest to all 


Annual Overseas Railways Num- 


systems, working under the widest pos- 
annual special number fulfils its useful sible variety of conditions, 
purpose of acting 1 compendium of 
There are fifty-two pages of articles 
the most widely separated parts of the 
pages of half-tone illustrations. A useful 
valuable not only as records of achieve feature this vear is the inclusion of foot 
ment in a period of rapid progress and 
which the relevant illustrations will 
found, and there are corresponding 
cross-references to the text in the 


In general arrangement 


are contributed 
by railway officers and others with first 


and size of page, this special number 
naturally conforms with the ordinary 


ind financial problems Che scope of the 


P.O.-Midi Route Books. 


number of attractive 


systems elsewhere, and certain others 


heliday and travel 


n the applications of new principles of 
\lsace-Lorraine 
present one this enterprising tendency 






to Bordeaux, and to Toulouse hese 
are in English, and every page of letter- 
press faces a section of the route dia 
vram, which as well as marking features 
of interest visible from the train, 1s 
made more interesting by excellent 
sketches of interesting features in th 
towns through which the railway passes 
Reproductions of photographs appear 
throughout the letterpress Descrip 
tions are necessarily abridged in pocket 
booklets of this kind, but quite ade 


mney 


quate to ensure an interesting journe 


Student Travel. — Winter sports 
enthusiasts who are qualified t 
themselves of the facilities provided by 
the National Union of Students will be 
interested in a booklet of Christmas 
tours published by the union at 3, 
Endsleigh Street, London, W.C.1 rhe 
charges are extremely moderat an 
participants in the N.U.S. ski-ing tours 
enjoy the services of local student 


] 
‘ 


guides \ustria, Germany, Italy, and 
Switzerland are the countries in which 
there are student ski-ing centres 


\ 
five-day visit to Paris at Christmas 15 


also advertised 
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ent—comes home on leave to visit his 
THE SCRAP HEAP mother and travels first class. In the 
compartment he gets into conversation 


with a fellow traveller and his pretty 





‘* Diligence Rewarded ”’ daughter, and tells them of his experi- 
Mr. A. M. H. Solomon, who is prob- and ability achieves the rank of an ences. The original caption confirms 
bly well known—at any rate by name officer—surely, in the best Victorian the expression on the lady’s face that 
_to many readers both as a student of _ tradition, these qualities must have the young couple “‘ at first meeting 
railway affairs and also as a motoring been possessed in no mean order for the loved,’’ and doubtless Victorian roman- 
pioneer is presented to the L.M.S.R. transition to have been made. We are ticism would have demanded that they 
framed engravings of two large pictures thus led up to the second scene, where eventually married and lived happily 
.ntitled respectively ‘‘ The Departure ”’ the successful youth—now fairly afflu- ever after. 
and ‘“‘ The Return.”’ The originals, 
painted by his uncle, the late Abraham 
Solomon, were exhibited at the Royal 


Academy in 1854, and then elicited 
Thackeray s well-known bon mot: 
‘Here is Solomon in all his glory, but 
is not arrayed (R.A.’d) like one of 


ne 


these. 

Abraham Solomon was born in 
Bishopsgate, ‘‘ within sound of Bow 
Belis in 1823, and died at Biarritz 


in 1862. At the time these pictures 
were painted, he lived in Gower Street, 
London, and is believed to have visited 
Euston station of the old L.N.W.R. 
frequently in order to study and sketch 
railway scenes, so it may be assumed 
that the interiors shown in the en- 
cravings correctly represent the first 
and second class carriages of that 
period 

We understand that the original 
paintings are in the collection of Lord 
Lansdowne at Bowood. A smaller pair 
was shown a few years ago at the ex- 
hibition of nineteenth century woman's 
costume held at the house of the late 
Duchess of Fife. Other copies of the 
engravings are in the board room of the THE DEPARTURE: SECOND CLASS 
P.L.M. Railway in Paris, where they (‘‘ Thus part we rich in sorrow, parting poor’’) 
ire highly prized. 

Alongside we reproduce the two 
engravings that Mr. A. M. H. Solomon 
has now given to the L.M.S.R., from 
which it will be seen that they are of 
the ‘‘ subject picture ’’ type familiar in 
= mid-Victorian days, about which one 
was expected to conjure up a story 
with a moral. The engravings were 
published in London on April 4, 1857, 
by F. Gambart & Company of 25, 
Berners Street, and bore only the brief 





: captions ‘““The Departure (Second 
; Class) auf and ‘‘ The Return (First 
Class),’” but, when the original oil 


paintings were at the Royal Academy 
in 1854, they were described more fully 
is ‘‘ Second Class: The Parting. Thus 
part we rich in sorrow, parting poor,’’ 
ind “‘ First Class: The Meeting. And 
it first meeting loved.’’ 
re At that time The Atheneum outlined 
the story which is generally accepted as 
s that which inspired the painter, and of 
which we append a précis. ** The 
5 Departure ’’ may be taken as portray- 
3 ing a youth in poor circumstances, with 
iis recently-widowed mother who is 
taking him to join a ship. A tearful 
Ts sister watches his manful struggles to THE RETURN: FIRST CLASS 
nt ippear unconcerned, and an old sailor (‘And at first meeting loved’’) 


in the next compartment regards the ‘ : ’ Ae 
scene with we, , i Reproductions of two engravings of paintings by the late Abraham 
c q Solomon which were exhibited at the Royal Academy in 1854. Copies 








; Imagination is required to suppl ; 

\ : 5 : Oo supp. the . ° L J 

link between the two pictures, Reson of the engravings, which represent scenes in old L.N.W.R. carriages, 
which period the orphan, by diligence have been presented to the L.M.S.R. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


NEW ZEALAND 


North Island Deviation 


At an estimated cost of £500,000 the 
construction work of the Turakina 
Fordell-Okoia deviation of the Welling 
ton to New Plymouth main line has 
been put in hand. The line is not 
expected to be finished until 1939. 


Bigger Locomotives for the 
Midland Section 

To meet the increasing tonnage of 
traffic the Railway Department has 
undertaken a programme of improving 
the transport facilities on the Midland 
line between Canterbury and the West 
Coast. A number of heavier and more 
powerful locomotives than those at 
present in use will be put into com- 
mission, and, as a preliminary to their 
introduction, bridges between Christ- 
church and Arthur’s Pass (87 miles) 
will be strengthened considerably. The 
programme also includes the replace 
ment of the present 55 ft. turntable at 
Springfield (44 miles) with a triangle, 
and the present 55 ft. turntable at 
Arthur’s Pass with a 70 ft. turntable. 
These alterations are necessary on 
account of the increased length of the 
heavier type of locomotive that will 
be used. The more powerful locomo 
tives will enable considerably increased 
tonnages to be hauled by a single 
engine between Arthur's Pass and 
Christchurch, where the loading is par 
ticularly heavy, and has been increas 
ing during recent vears. 


ARGENTINA 


Salta-Socompa Railway to be 
Replaced by a Road 


A technical committee of the 
National Roads Board recently visited 
the Province of Salta, to study a 
scheme for connecting San Antonio de 
los Cobres with Socompa, in Chile, by 
a road instead of the abortive Salta 

Socompa international railway. 
Although no official pronouncement on 
the subject has yet been made, it is 
believed that the Government would 
favour the substitution of a road for 
the railway, in view of the economy 
to the national finances. It is estimated 
that the cost of constructing a road 
would be only about a million pesos 
as compared with the 40 millions voted 
by Congress for the completion of the 
railway The distance from Salta to 
Socompa is 320 miles, of which the 12% 
miles to San Antonio de los Cobres 
have been finished. Presumably, it 
is over the remaining 198 miles to 
Socompa that it is now proposed to 
construct a road. 

It may be pointed out 
Saita-Socompa Railway was 


that the 
intended 


to be complementary to a similar line 
in Chile, 84 miles long, from Socompa 
to Augusta Victoria, where it would 
join up with the Antofagasta (Chili) & 
Bolivia Railway, the gauge of which 
was altered from 2 ft. 6 in. to 1 m., 
in order to conform to that of the new 
line. The Chilean section from Augusta 
Victoria is already partly constructed, 
aithough progress has been very slow, 
but if it is decided finally to abandon 
the Argentine line in favour of a road, 
the Chilean project will also have to be 
dropped, as the one section would be 
entirely useless without the other. 


New Buenos Aires Subway 


Work has been begun on the Plaza 
Mayo—Plaza_ Italia—Palermo section 
of the new Buenos Aires underground 
line to the suburb of Belgrano. The 
concessionaire for the scheme is the 
Compania Hispano Argentina de 
Obras Publicas y Finanzes which con- 
structed the line from Plaza Constitu- 
cién to Retiro that was completed and 
opened to service in February last. 
The same company has also obtained 
the concession for two other projected 
subways to Parque Chacabuco and 
Caballito Norte. The method of con- 
structing the new line differs from that 
employed on the earlier Buenos Aires 
subways, as the boring of the tunnel is 
being carried out from both ends simul- 
taneously, so as to expedite the work. 

The Plaza Mayo subway will run 
underneath the Diagonal Roque Saenz 
Pena, and Calles Cordoba and Santa 
Fé at a depth of 10 m. There will be 
11 stations, at Plaza Mayo, Calles 
Carlos Pelligrini, Lavalle, Callao, near 


the Faculty of Medicine, Calles 
Pueyrredon, Agiiro, Bulnes, Canning, 
Plaza Italia, and Palermo = station 
(B.A. & Pacific Railway). The dis- 


tance between Plaza Mayo and Palermo 
km., which is expected to be 
covered by the trains in 10 minutes, as 
compared with more than double that 
time by surface vehicles. The cost of 
this section is estimated at $37,000,000 
paper. It is expected that the line 
will be finished and opened to service 
by the end of 1937 


is 6} 


Expropriation Lawsuit 

Entre Rios Railways 
The Entre Rios Railways Company 
recently sued the National Government 
for the sum of $5,000,000 paper as 
compensation for the expropriation in 
1929 of the Hasenkamp—Crespo 
branch of the system. The Govern- 
ment legal representatives urged that 
the price should be based on the recog- 
nised capital, or say, $2,952,003 paper, 
plus 20 per cent. indemnity, in accord- 
ance with the Mitre Law, No. 5315. 
The company’sclaim was rejected in the 
first instance, and was then taken to 
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the Federal Court, which nnulled the 
finding of the lower court At the 
second hearing, the Federal Court ruled 
that the invoking by the Government 
of the Mitre Law was inadmissible in 
the present case, inasmuch the con 
cession for the line was granted prior 
to the passing of the law ; ferred to 
which clearly established that 


on i Its pro 
visions applied only to cessions 
granted after its enactm: After 
considering all the circumstances, thy 
court assessed the value of line on 
the basis of the earnings during the last 


financial period prior to expropriation, 
which were $448,158 paper pitalised 
at 8 per cent., giving a valuation of 
$5,601,975 paper. On the Govern 
ment appealing, this amount was 
reduced to $3,500,000 paper, which the 
court ruled was the sum actually owing 
to the railway in respect to the ex 
propriation of the line, less $2,952,003 
already paid, plus interest and costs 


INDIA 


Rates Information Bureau 


As mentioned in these columns pre 
viously, there was a proposal some 
three months ago to open a Rates In- 
formation Bureau at Cawnpore for th 
purpose of furnishing correct railway 
rates to local merchants and traders 
It is now announced that under the 
auspices of the East Indian, Great 
Indian Peninsula, Bombay, Baroda 
and Central India, and Bengal & 
North Western Railways, this bureau 
wili be opened at Cawnpore on Decem- 
ber 1, and it will there be possible for 
merchants to obtain reliable and up-to 
date information about the current 
rates for goods traffic. It is considered 
that the experimental office will be of 
great assistance to business men, who 
have now to write to the administrative 
offices of the railways concerned for 
correct rates, a procedure involving 
much delay and some inconvenience 
The new bureau will be staffed witl 
selected men, who will be in a position 
to give the most accurate and the 
fullest information about current goods 
rates. The selection of Cawnpore for 
this experimental bureau is justified by 
its outstanding importance both as a 
commercial centre and as a railway 
junction. The railways concerned hope 
that full use will be made of this new 
facility, for upon its success will depend 
largely the decision whether it will be 
practicable to establish similar offices 
elsewhere. 


New Type of B.B. & C.1.R. Coach 


The B.B. & C.I.R. workshops at 
Parel have now turned out a new 
type of heat-resisting passenger coach. 
Against the ordinary ceiling is pressed 
a second layer of board specially treated 
to resist heat. Between this layer and 
a third layer of heat-resisting material, 
is a small air gap which further helps 
to make the interior of the coach less 
susceptible to the outside atmospheric 
temperature. The flooring of both 
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upper lower class compartments 
is of ete in place of the tiles in 
the old design. Concrete floors are 
cool and easily washable and the ab- 
sence of crevices prevents the collec- 
tion of dust and thus generally pro- 
motes sanitation. The seats in the 
third ss compartments are trans- 
versel) rranged, with an overhead 
ight loor for each set of ‘seats. 
Sleeping bunks are provided, as in the 
old typs There is also a small com- 


partment with seating accommoda- 
for 12 persons, suitable for family 


tion ; 
parties The small compartment is 
connected with the general third class 
compartment by a door. 


In the new type of coach the parti- 
tion wall between the upper class com- 
partments, which is of thick wood in 
the older designs, is made of a new 
light substance of the nature of com 
paper and has an outer cover- 


presst : 
ing of Rexine. Rexine also replaces 
leather in the upholstery of the seats. 


The springing of the seats and bunks 


The 


has been considerably improved. 
use of little padding and more springs 


makes for increased riding comfort. By 
using a special enamel, the final coat- 
been eliminated. 
[The new design is, therefore, more 
economical in construction and also 
lighter in weight, and specimens of it 
ire now undergoing comparative trials 
with old coaches. Each coach, old or 
new, under test is fitted with a battery 
of thermometers, and the _ different 
types are placed side by side, tem- 
perature variations being carefully 
watched and compared. 


FRANCE 


Financing of Railways 


varnish has 


ing ol 


In view of the growing deficit of the 
French railways, the Government 
proposes in its new budget that the rail- 
ways in future must undertake their 
wn financing, and must raise loans in 
the market on their own responsibility ; 
the Government will limit its liability 
in regard to the payment of interest 
resulting from such _ borrow- 
ing. This may involve a revision of 
the Convention of 1921, under which a 
common fund pooled the profits or 
deficits of the railways. The Govern- 
ment has decided that the State cannot 
ontinue indefinitely to meet the heavy 
deficit due to the current unprofitable 
operation of the railways. 

From 1921 to 1926 the railway deficit 
accumulated until it exceeded fr. 5,000 
million (approximately £48,000,000), 
and since that time the unprofitable 
vears have increased the total until on 
December 31, 1936, it will exceed 
ir. 28,000 million (£270,000,000). The 
annual interest charge on the railway 
debt now amounts to nearly fr. 1,800 
million (£17,000,000), and is increasing 
by about fr. 450 million (£4,300,000) 
vearly 

Another measure planned by the 
Government is a tax of 50 per cent. 
on the railway companies’ reserves. 
This levy is to be imposed on the 


charges 
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ground that the companies cannot be 
allowed to continue to set aside part 
of the operating receipts for the benefit 
of their shareholders unless they make 
some compensatory contribution to the 
State. 

Further Traffic Improvement 

French railway traffic continues to 
improve, however, and the latest re- 
turns of wagon loadings show a sharp 
rise of 19-51 per cent. for the 44th week 
in comparison with the same week last 
vear. In the three preceding weeks the 
increases were 2°50, 3-14 and 6-59 per 
cent. successively. Both passenger and 
goods traffic receipts are increasing. Jn 
the 43rd week, the total receipts rose 
by 4-67 per cent. in comparison with 
last year. All the railway systems 
showed gains, except the Nord, and its 
deficit was only 0.34 per cent. 


Conference of Tourist Agencies 


The annual conference of world 
tourist agencies organised by the 
French railways was held recently at 
the Hotel Continental in Paris. More 
than 200 delegates were present, and M. 
Octave Pierre, delegate for the Paris 
Exhibition, explained the travel facili- 
ties to attract tourists to the exhibi- 


tion. The railways will allow a reduc- 
tion of 50 per cent. in fares on the 
French lines to and from Paris. To 


benefit by this and other advantages, 
the tourist must obtain a special card, 
known as the “ carte de légitimation,’’ 
sold at fr. 20 and valid for six months 
on condition that the tourist stays in 
Paris at least five days. During the 
six months he may travel anywhere in 
France with a reduction of 50 per cent. 
The card also gives the right to ten 
half-price exhibition entry tickets and 
to reductions for theatres, cinemas and 
other shows. French shipping and air 
companies will also offer cheap fares. 


GERMANY 


Central European Railway 
Association 

A new handbook is to be issued to 
commemorate the 90th year of the 
Central European Railway Association 
(Verein Mitteleuropdischer Eisenbahn 
verwaltungen) formerly known as the 
German Railway Association. Its his- 
tory was dealt with in an editorial 
article in THE Rattway GAZETTE of 
June 16, 1933. Founded in November, 
1846, at the initiative of 10 Prussian 
railway managements, it now includes 
112 administrations covering about 
94,300 km. (58,595 miles) of line, in 
cluding the State Railways of Germany, 
Austria, Hungary, the Netherlands, 
Sweden, Denmark, Norway, Switzer- 
land, and the Luxembourg Prince 
Henry line. In addition the Czecho- 
slovak, Polish, Jugoslav and Greek 
State Railways are associated with the 
Verein, and the German Lufthansa and 
Mitropa concerns. The work of the 
association is carried on by a number 
of committees and issues both a general 
(weekly) and_ technical (monthly) 
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journal which occupy prominent places 
in railway publishing activities. 


DENMARK 


Locomotives and Rolling Stock 

Higher speeds on the State Railways 
are now urgently calling for quicker- 
acting brakes, and the intention is, 
therefore, to convert all engines and 
rolling stock from vacuum to air brake 
equipment. The cost is estimated at 
from kr. 10 to 12 million. The goods 
stock will first be air-braked and after- 
wards the locomotives and coaching 
stock. Coaches now running into 
Sweden or Germany are already dual 
fitted, but goods wagons are mostly 
fitted with hand brakes only. 

The policy of replacing steam loco- 
motives by electric motor coaches and 
diesel units is being continued; during 
the past two years the former have been 
reduced by 32, and 38 of the two latter 
have been added, states the Department 
of Overseas Trade Report on Economic 
Commercial Conditions in Denmark, 
August, 1936. 


SWEDEN 


New Financial Arrangements 

The Swedish State Railways have 
asked for the sum of 11,285,000 Kr. out 
of the budget year 1937-38 for new 
works, equipment and rolling stock 
A sum of 3,800,000 Kr. is to be spent 
on bringing the permanent way up to 
a standard on the electrified sections, 
for 100 km.p.h. (62-14 m.p.h.), the 
work to be finished in 5 years. The 
annual cost of these and other im- 
provements will be 6,400,000 Kr., of 
which, however, nearly half will be 
covered from the renewals fund. A 
further 2,800,000 Kr. are to be spent 
on 26 new passenger coaches, 1 restau- 
rant car and 15 goods vehicles; a similar 
sum will be forthcoming from the 
renewals fund. Wooden coaches are 
no longer to run in international trains, 
and so 15 will have to be replaced by 
all-steel ones. Of the 4 millions granted 
for road motor services, 41,000 Kr. 
remain. The railways are asking for 
a further 2 millions, chiefly to enable 
them to take over some bus lines. The 
present electrification programme will 
be completed by the end of 1937 and 
will effect a yearly saving of ‘about 
3,220,000 Kr.; of this 2,800,000 will 
be used for 13 additional electric loco- 
motives and 8 transformer groups, 
which have been found necessary. 


SWITZERLAND 


Federal Railways Budget Approved 

The Federal Council approved on 
November 13 the report accompanying 
the budget of the Federal Railways for 
1937 (details of which were given in 
the November 13 issue of THE RaILway 
GAZETTE), and will recommend that it 
should be accepted by the Federal 
Assembly. It is expected that re- 
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ceipts will be appreciably higher than 
estimated in the budget, in view of the 
alignment of the Swiss franc and the 


improvements in trade and _ tourist 
traffic which should result. 
Brighter Prospects 
The October results already show 


some increase, and considerable winter 
sports movements are anticipated for 
the coming season. The higher pur- 
chasing power of the pound and dollar 
in Switzerland, continuance of the 30 
per cent. reduction on rail fares for 
foreign visitors, and attractive inclusive 
rates quoted by the various travel 
organisations, should help to produce a 
marked increase in the tourist figures 
for 1937, with consequent favourable 
effects on the receipts of the Federal 
and private railways. 

Reorganisation and Road Traffic 

Control 


The draft of a Bill for the reorganisa- 
tion of the Federal Railways is at 
present being examined by the Federal 
Council, but it is not likely to come 
before Parliament until next year. Its 
main purpose is to place the system on 
a sound financial basis, and to take 
steps to prevent a fresh accumulation 
of deficit, but a difficult aspect is also 
that of staff wages and pensions, re- 
garding which there are serious differ- 
ences of opinion. The first draft of the 
Bill was submitted in June, 1934, but 
numerous revisions were found neces- 
sary and a fresh draft was published in 
March last. 

Another Bill affecting the future of 
the railwavs, which is expected to 
be discussed during the December 
session, provides for a more equal 
division of traffic by subjecting road 
transport to a system of licences; these 
would be granted only where the neces- 
sity for the proposed services could be 
proved, and only for transport within a 
radius of 25 km. from the home garage, 
all traffic over greater distances to be 
conveyed by rail. This represents a 
fresh attempt to solve the ‘‘ road-rail 
problem,’’ the first scheme having 
been rejected by the Swiss people in 
May, 1935. 


CHINA 


Shensi-Szechwan Railway 

The route selected by aerial survey 
for the proposed line to connect 
Chengtu with the Lung Hai Railway, 
begins at Paoki, a point on the western 
extension of the Lung Hai main line 
west of Sian, and strikes southwest- 
wards through the Tiensha Pass to 
Liangtang, and thence via Hwei 
(Huih), Cheng, Pikow, Kwangyuan, 
Kienchow, Tzetung, Mienchow and 
Lokiang to Chengtu. The total dis- 
tance from Paoki to Chengtu is said to 
be about 700 km., of which the 
northern 150 km. appear to be in very 
difficult country, the next 200 km. in 
moderately hilly terrain, and the re- 
mainder in comparatively open plain 
or low hills. 

The Taokow branch of the Peiping 
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Hankow Railway is to be extende/] to 
Neihwang in the near future, and to 
Taming next year. 


Accident Due to Badly-Sited Signals 


A report has been issued concerning 
the accident at Liuchueng on October 1 
when the north-bound Pukow—Peiping 
through train No. 306 came into coi- 
lision with a coal train about 1.0 
o’clock a.m. Damage estimated at 
about $30,000 was done to rolling stock 
and two firemen were killed, a police- 
man and a car attendant, seriously 
injured, and twelve car attendants were 
slightly injured; nine passengers were 
also slightly hurt. 

The cause of the accident is attri 
buted to the difficulty in obtaining a 
clear view of the signals from the loco- 
motive and this is said to be due to 
the topography of the district in the 
Ur Long Valley where the grade is 
heavy and the track takes a winding 
course. Trees and buildings also ob- 
struct the view and the drivers have 
considerable difficulty on this account. 
Ordinarily it might be contended that 
the drivers should not proceed when 
they have not a clear view of the 
signals and that they should treat such 
obscurity as a danger signal, but local 
conditions have sometimes to be taken 
into account in passing judgment, and 
it is not always the fault of the 
drivers. Signals are not always placed 
in the most advantageous positions and 
the question of sighting from the foot- 
plate does not always receive sufficient 
attention. In such cases the drivers 
have to make the best of it. 


SOUTH AFRICA 


Improvements in Cape Colony 

The Cape Western line, from 
Worcester to Mossel Bay, is being re- 
aligned and modernised. Entirely new 
stations are being built at River- 
dale, Swellendam, Heidelberg, and 
Albertinia. 


Train Service Accelerations 


With effect from December 3, train 
services between Johannesburg and the 
Cape will be further accelerated. The 
times of the Union Limited and Union 
Express will be reduced by 1} hr. 
The journey to Capetown will occupy 
253 hr. at an average speed slightly in 
excess of 37 m.p.h. 


Financial Position 


The results of working for the six 
months April to September show a 
revenue surplus of £607,591 over ex- 
penditure, after allowing for special 
appropriations of £425,000 to Better- 
ment Funds, £243,500 to deficiency in 
Pension and Superannuation Funds, 
£500,000 to Rates Equalisation Fund, 
£125,000 to reduction of Branch Line 
Capital, £625,000 to Renewals Fund, 
£835,004 to Responsibility Allowance 
and refund of the 1932-33 temporary 
wage deduction, £125,000 to writing 
out of Capital Account discount and 


expenses on pre-Union capital and 
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£16,492 to writing 
obsolete aircraft. 
Revenue from transportation services 
only for the period totalled £15,664,237 
an increase of £1,304,821 on the ‘pre. 
vious year. Working expenses increased 
from £9,583,989 to £10,050,951. 


down value of 


Petrol Rate Reduction 

It is expected that in the near future 
there will be a substantial reduction in 
the rate on petrol. For some time past 
the Minister of Railways, Mr. O. Pirow 
has been negotiating with the petrol 
companies with the object of bringing 
down the price of petrol to inland con- 
sumers by sixpence a gallon, made up 
of a concession in railway rates of 3d. 
a gallon, and a further concession of 1d. 
each by the oil companies, the retailers 
and the Treasury. 


SPAIN 


Conditions at Valencia & Madrid 

The Norte station at Valencia is at 
present a hive of activity and every- 
thing seems to be in a state of great 
confusion. The platforms swarm with 
children evacuated from the Madrid 
area, soldiers proceeding to the war 
zones, elderly peasants, crying babies, 
baggage, bundles, live chickens in 
crates, and bewildered railway em- 
ployees. It is doubtful if one train 
a week arrives on time, and the con- 
gestion is so great that most of them 
are from 1 to 5 hr. late. Despite the 
fact that every vehicle has been pressed 
into service, trains are very over- 
crowded, and there is insufficient loco 
motive power to deal with the addi- 
tional loads. The train from Barcelona 
one morning was double-headed and 
consisted of eleven carriages, all of dif- 
ferent types, ranging from an old 
wooden third class coach to a brand 
with five 


new Wagons-Lits sleeper, 
goods wagons attached in rear. On the 


next track stood a solitary old, wooden, 
four-wheeled, third class carriage filled 
with soldiers, that had apparently stood 
there for several hours waiting to be 
attached to some troop train. On an- 
other track three vehicles bearing 
propaganda paintings were filled with 
children. The majority of the trains 
are specials; about three troop trains 
leave daily for Madrid. 

Whilst it has been announced that 
the track is again clear to Madrid, the 
threat of aerial bombing seems to have 
deterred the authorities from restoring 
a through service. Passenger trains 
proceed to Alcazar de San Juan, some 
125 km. from the capital, where pas- 
sengers are transferred to motorbuses. 
The general public shows a certain 
reluctance at using the up service, but 
the return trains are so popular, and 
have latterly been so overcrowded 
that the Madrid authorities were 
obliged to intervene, and have now 
made it very difficult for anyone to 
get a permit to leave the city. Goods 
trains go as far as Aranjuez, 45 km. 
from Madrid, and the contents are 
taken onwards to the capital in lorries. 
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WELDING PRACTICE FOR RAILWAY ENGINEERS 


Latest developments in Great Britain and abroad 
By Dipl.-Ing. 0. BONDY, M.1.Struct.E. 


rELDING has been applied to railway purposes in 
England on an ever-increasing scale during the 
past two or three years, after many years of 
pioneering work. The caution exercised during the period 
of development was rewarded by the avoidance of many 
mistakes and failures which might otherwise have been 
experienced. It is a fact—not sufhiciently recognised— 
that England was leading in the practical application of 
arc welding at a time when experimental work had hardly 
been begun abroad. This was so not only in the applica- 
tion of welding to shipbuilding (the welded motorship 
Fullagar was built in 1921), but also in structural work. 
As early as 1920 and 1921, steel-framed buildings of quite 
considerable dimensions were erected in London and at 
Stoke-on-Trent by arc welding using butt joints.* In 
the railway field, the strengthening of bridges by electric 
welding was raised to a high level of perfection by the 
pioneering activities of the London & North Eastern Rail- 
way. 
The following paragraphs relate to some of the latest 
developments in welding both in England and abroad, 
especially in Germany. 


Goods Wagons, Passenger Coaches, Locomotives 

Much has been accomplished by the railway companies 
of Great Britain in these fields. Thus, in 1935, twenty-six 
first class sleeping cars for the L.M.S.R. were built by 
welding in that company’s Wolverton works, since when 
welding for the construction of underframes, bogies, and 
outside body sheeting is being adopted as standard L.M.S. 
practice. Underframes for the L.N.E.R. Silver Jubilee 
train and other rolling stock are of all-welded construction. 
The London Passenger Transport Board has acquired welded 
wagons 68 ft. in length for the carriage of 61 ft. rails. Loco- 
motive boilers, cylinders, frames, and many other components 
are now welded, and, in particular, valuable savings 
of weight have been effected by welding the bogie frames 
of passenger coaches. The welding department of the 
L.M.S.R. workshops at Derby has been enlarged year 
DY year. 

The trend of development in Germany is best shown 
by the following figures. Out of 12 types of goods wagons, 
seven have been built by welding, four of them both in 
ordinary mild steel (St 37) and also in high-tensile struc- 
tural steel (St 52). Up to the present, about 1,640 large- 
capacity covered goods wagons, 500 open goods wagons 
and 227 eight-wheeled rail-carrying wagons have been 
built by weldiag.t The saviag cf weight by welding 
amounts to from 8 to 13 per cent. using St 37 mild steel, 
and from 18 to 23 per cent. using St 52 high-tensile 
structural steel, these figures applying to the carcass as 
delivered by the wagon builders, without the parts added 
by the German State Railway Company. In the case of 
high-capacity goods wagons, for a useful load of 60 metric 
tons (59 tons 1 cwt.), welded construction reduces the 
deadweight from 21-2 metric tons (20 tons 17 cwt.) to 
184 metric tons (18 tons 2 cwt.), or by 13 per cent. 
Forty-five wagons of this type were built by welding in 
1934. From time to time, the constructional rules have 
been improved by the application of practical conclusions 








* Engineering, May 14, 1920, and March 18, 1921. 


+ Schinke, Organ fiir die Fortschritte des Eisenbahnwesens (Berlin)» 
June 15, 1936. 


based on the examination of incipient failures in the 
welded joints of vehicles subjected to full-scale collision 
tests. 

The rapid adoption of welding in passenger coaches is 
the more remarkable in view of the fact that the first 
steel coaches in Germany were placed in service only in 
1912. The first welded corridor coach was built in 1931, 
but by 1934 about 300 passenger coaches had already 
been built for the German State Railway by welding, and 
since 1935 all the company’s new coaching stock has been 
of welded construction.* The substitution of welding for 
riveting in so short a period is a clear indication of the 
satisfactory results obtained. The weight of riveted 
corridor coaches, first, second and third class, was 
47 metric tons (46 tons 5 cwt.) compared with 39 metric 
tons (38 tons 8 cwt.) for the welded construction, a saving 
of 17 per cent. by welding. The saving on the weight 
of bogie frames with brake equipment amounted to 31:2 
per cent. The tare weight of the so-called ultra-light 
eight-wheeled trailers for diesel railcars has been reduced 
from 18 metric tons (17 tons 14 cwt.) to 13-4 metric tons 
(13 tons 4 cwt.), or about 150 kg. (331 lb.) per seat, with 
seating accommodation for 90 passengers. In attaining 
this result, the weight of the coach body has been reduced 
by 40 per cent. and the weight of the bogies by 36 per 
cent., partly by the use of welding and the special features 
of design thus made possible, and partly by the extensive 
use of high-grade structural steel (St 52) with a minimum 
tensile strength of 52 kg. per sq. mm. (about 33 tons 
per sq. in.). 

Hollow box-type girders have been much used in these 
welded constructions, but the risk of internal rusting 
should not be overlooked. Recently, overlapping rounded- 
corner plates have been adopted in bogies in preference 
to butt-welded connections which, in this application, are 
apt to develop fatigue cracks. In coach frames and bodies 
the risk of fatigue failure is much reduced, these parts 
being sprung. 

Spot welding has been applied extensively to the roofing 
plates and outer side plates of coach bodies, and welding 
machines with specially long reach have been developed 
for this purpose. On the other hand, there has been 
some reversion to riveting in the connection of thin roofing 
plates, the weight of the rivet heads being no greater than 
that of the welded seams, and distortion of the thin sheets 
being more easily avoided by riveting. 

Welding is also freely used in the building of loco- 
motives not only for the heavy main frames but also 
in the body and boiler. All-welded copper fireboxes, 
subjected to X-ray examination before use, have given 
complete satisfaction in service. As regards electric loco- 
motives and diesel railcars, the above remarks on welded 
coaches again apply. All these welded vehicles have 
shown, during years of service, that good welded con- 
nections are not liable to fatigue failure, provided always 
that the design and execution are structurally correct. 


Permanent Way Welding 


During recent years all the principal methods of welding 
have been applied successfully in the permanent way field, 
and it has become common practice to form continuously 





* F. Boden, Organ fiir die Fortschritte des Eisenbahnwesens 


(Berlin), June 15, 1936. 
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welded sections of track by joining a number of standard 
rail lengths. Favourable experience has been: obtained 
with Thermit welding which has been adopted on a larger 
scale than any other type of welding for joining rails end 
to end. Gas welding has been used to some extent also 
for the same purpose, but has been used more widely for 
the building up of worn crossings, although electric arc 
welding is still the standard method for reconditioning 
permanent way fittings in Great Britain. The electric 
resistance method has made remarkable headway in the 
end-to-end welding of rails, the method being used in 
Australia, Belgium, Germany, Latvia, Netherlands, East 
Indies, Sweden, the U.S.A., and elsewhere. A 160/320 
kVA. resistance welding machine capable of carrying an 
overload of 320 kVA. for 5 min., has been in use on 
the Austrian Federal Railways since July, 1935, and the 
considerable capital outlay involved was recovered during 
the first 14 months’ operation by the saving on fittings 
and accessories for rail joints, quite apart from substantial 
indirect savings on the maintenance costs of permanent 
way and vehicles. The usual practice in Austria is t 
cut 0-5 metres (1 ft. 74 in.) from each end of old rails 
and weld the remaining lengths to form continuous sections 
up to 56 metres (183 ft. 9 in.) in length. In this way, 
the life of the rails seems to be prolonged considerably. 
For the building up of worn crossings and other permanent 
way fittings, as well as for rail bonding, welding, both 
electric arc and gas, has been used extensively. 


Regulations for Welding and Testing 


In the United Kingdom, the British Standards Institu- 
tion has already issued a number of standard specifications 
providing official guidance on bare wire and covered elec- 
trodes, the welding of steel structures, the rating of weld- 
ing plant, protective glasses, and other matters. In 
Germany, rules were issued in August, 1935, for the test- 
ing of welded joints by X-rays and gamma-rays, these 
rules being particularly important in the application of 
welding to railway purposes. Practically all welds in 
vehicles for the German State Railway and in railway 
bridges are subjected to examination by X-rays, the 
technique of which has made such progress that the 
method is now the most important of the non-destructive 
means of testing. There have been developments, not 
only in the methods and equipment for taking X-ray 
photographs, but also in the precision of distinguishing 
and interpreting the records obtained, and it seems prob- 
able that—notwithstanding the considerable initial outlay 
required—examination by X-rays will become the standard 
method of testing welds in railway practice, at least for 
the vital components of locomotives, vehicles and bridges. 

The Preliminary Rwes for Welded Plate-Girder Railway 
Bridges, issued in Germany in November, 1935, contain 
many new and noteworthy provisions. It is, for instance, 
prescribed that the contractor must have at his disposal 
X-ray or other approved testing equipment, and suitable 
rotary holding devices permitting large bridge-components 
to be welded in the most favourable position. The per- 
missible working stresses in butt welds have been con- 
siderably increased in some respects by the new German 
rules, as shown by the accompanying table, which includes, 
for comparison, the stresses permissible in a number of 
other countries. Apart from their direct influence on 
design and their importance as the basis of static calcula- 
tions, the permissible working stresses afford a measure 
of the confidence reposed in welded joints, and there could 
be no more cogent testimonial to welding than the fact 
that the stresses permitted in welded connections have 
been raised by almost every industrial country during 
recent years. 
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PERMISSIBLE WORKING STRESSES IN BuTT We Lps 
Permissible Working Stress i, and 
X-Butt Welds 
er ce a ee 
eo Per cent. of Parent Cons per 
: Metal Sq. In 
Year nr : — 
. Co Com- T Com- 
en- ee ee en 
sion | Pres- | § hear mt res- | Shear 
sion n 
Great Britain ..| 1934 85 100 85 
\ustralia 1933 | 7-0 7:0 | 5.6 
Germany .| 1934 75 85 65 
Bridges | 1935 80 100 65 
\ustria 1934 | 75 90 65 
Switzerland 1935 70 100 57 
Czechoslovakia 1932 5-1 7-0 4-4 
Hungary 1933 5-4 3) 3.9 
Belgium ..| 1934 80 100 _ 
U.S.A., Bridges | 1936 | 89 89 67 7-1) 7-1] 5.9 
Buildings 


In England, welding is used throughout the roofing 
structure of Elm Park station on the L.M.S. Barking line, 
and welded plate girders of 54 ft. span, for an applied 
load of 300 tons, are used in the L.N.E. Railway Hotel 
at Hull. In Germany, welded station buildings and plat- 
form roofs are now so numerous as to be a common sight 
on almost any railway journey. A welded signal gantr; 
110 metres (about 361 ft.) in length is in service at Nurem- 
berg main station.* The welded station halls of th 
Duisburg and Diisseldorf main stations are outstanding 
examples of the new architecture of welded steel struc- 
tures.t— At the time of writing, the station buildings at 
the Zoological Gardens, Berlin, are in course of erection 
by welding. 

Bridges and Their Strengthening 

Welding has been used extensively in England for many 
years past in the strengthening of bridgest with marked 
success, and prospects are favourable to its increased 
utilisation in the building of new bridges. Bridge girders 
57 ft. 5 in. in length, 5 ft. 1 in. deep, with 12 in. flanges, 
were built by arc welding at the Stratford works of the 
L.N.E.R. for use in a footbridge spanning the L.MS. 
Railway at Hackney Downs.§ 

In Germany, the construction of welded plate girders 
61:7 metres (202 ft. 6 in.) in length for the Stralsund 
bridge represents an achievement excelling in many 
respects the plate girders of 52 metres (170 ft. 7} in.) span 
for the other Riigendamm bridge (THE RatLway GAZETTE, 
September 27, 1935). The new 202}-ft. continuous plat 
girders are 3°82 metres (12 ft. 62 in.) in depth and each 
weighs 102 metric tons (100 tons 8 cwt.). For the above 
mentioned Zoological Gardens station, Berlin, the Harden- 
bergstrasse is crossed by an all-welded two-pin frame of 
50.28 metres (165 ft.) span.|| Plate girders of such dimen- 
sions are now built on site, using special clamping devices 
capable of rotation to permit each joint to be welded in 
the most favourable position. 

The variety, extent and technical excellence of present- 
day applications of welding in the railway field are 
remarkable, considering that it is only a few years since 
the change-over to welding was begun slowly and with 
considerable trepidation. The preceding notes on some 
of the more important constructions, indicate the progress 
that has been made and the great and growing import 
ance of modern welding technology to the railway engineer. 


* Bauingenieur (Berlin), April 17, 1936. 

+ O. Bondy, Welding Industry, July, 1935. 

t H. J. L. Bruff, Electric Welding (London), 1935. 

§ Electric Welding (London), June, 1936. 
Schaper, Bautechnik (Berlin), January 3, 1936. 
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MODERN METHODS OF FINISHING RAILWAY VEHICLES—I 


A review of present day paint shop practice 


By H. N. 


BASSETT, 


A.I.Mech.E., 


Chief Chemist, Egyptian State Railways 


UCH attention has been given of late years to the 
M decorative finishing of railway vehicles. At one 
time coaches were finished with substantially the 
same materials and with as much care as private carriages, 
but nowadays there is no time for such elaborate pro- 
cesses and every endeavour is being made to shorten the 
time which vehicles spend in the paint shop. Attempts 
are also being made to produce materials of more lasting 
fnish so as to lengthen the interval between complete 
repaints. It is not usual to repaint completely at the 
periodical shopping, but even when only a partial repaint 
‘< carried out there is some economy to be realised by 
the adoption of the very latest materials and methods. 

Many different finishes are now available both for in- 
terior and exterior work. Limitations of space forbid 
detailed consideration, but so far as can be done briefly 
the points requiring special attenion in each will be ex- 
plained. Inasmuch as a good deal of rolling stock is 
still of wood, chiefly teak, which is finished in varnish 
only to preserve the natural grain and colour of the wood, 
this will be dealt with first. 

Teak is a particularly oily wood and for this reason a 
special varnish is often used on it. Gold size can be used 
instead as a sealing coat, but whichever is selected it 
requires rubbing down when hard and a covering coat of 
flatting varnish. This is allowed to harden and is then 
rubbed down, after which another coat of the same varnish 
is applied, followed by two or three coats of the finishing 
varnish, lightly rubbed down between each coat. This 
is a lengthy process, but the results are excellent if the 
work is conscientiously done. The coats may be either 
sprayed or brushed, but it is recommended that the final 
coat be brushed. 


Good Varnishes Essential 

To obtain the results which such a lengthy process 
lemands it is essential to use only good varnishes. Tests 
have shown conclusively that cheap varnishes do not wear 
well. They lose their gloss very quickly, and in some 
instances it was found that the coating practically dis- 
appeared in eighteen months, whereas in the same time 
a high quality varnish lost only a little of its gloss and 
none of its film thickness. 

The old type varnish is made of resins and gums cooked 
in linseed oil, and its manufacture is largely a matter 
of experience. The gums are natural products which vary 
quite a lot in quality, and much reliance must be placed 
on the judgment of the varnish maker. That this is not 
misplaced is illustrated by the uniformity of the products 
supplied by the older firms. It was reasonable, however, 
that attempts should be made to substitute synthetic resins 
lor natural ones, as the former are made from pure 
chemicals under carefully controlled conditions and hence 
do not vary from time to time like the natural products. 
Che synthetic resins used for varnish contain a proportion 
of natural resins, and therefore suffer to some extent from 
the disadvantages attaching to the natural material. 

A varnish made from oil and synthetic resin of this type 
Was still akin to the older varnish—a solution of resin 
in oil. Hence it was still liable to variation, not merely 
because of the potential variability of the resin, but also 
because linseed oil varies in quality. The next step there- 





fore was to replace the oil, and this has been done with 
complete success by the production of “ oil-modified ’’ syn- 
theiic resins ready to use without cooking in oil. These 
media are made largely from pure chemicals and their 
manufacture can be controlled very-closely indeed. The 
type most used in general decorative work is the glyptal, 
and this is the one applied to coach finishing. 

To secure a good finish, whether on wood or steel, the 
most important matter is the preparation of the surface. 
If a paint remover has been used, the surface is certain 
to be greasy or waxy in places, and must be cleaned with 
turpentine or petrol or the film will not adhere. This 
is equally important with new steel stock, and the plates 
should be theroughly well rubbed down with a wire brush 
or steel wool after cleaning with turpentine. It is desir- 
abie that mill scale on new plates should be removed, 
for which purpose sandblasting has proved effective. The 
surface left proves an excellent anchorage for the paint. 
Galvanised sheets are difficult to paint, but it has been 
found that by sandblasting the surface sufficiently to re- 
move the spangled appearance, the loss of zinc is negli- 
gible and the paint takes well. 

Application of a priming coat is the next step. Tests 
under widely varying climatic conditions indicate the 
superiority of red lead for this purpose on black sheets. 
A word of warning is justified here about painting over 
rust. In certain circumstances this may be done, but 
only rarely, as sooner or later the rust extends beneath 
the paint film and causes its failure by blistering. For 
really good work it is essential to clean the steel properly 
before painting is begun. In new construction, parts 
which are inaccessible later in the life of the vehicle— 
backs of panels, &c.—should be treated with a special 
protective paint. One in use in America contains a pig- 
ment consisting of lead, zinc, carbon and iron oxide pig- 
ments ground in pure linseed oil, and it has been found 
very satisfactory over long periods. 


Brushing versus Spraying 

Particular care should be taken that the primer covers 
every part of the surface, whether wood or steel. Brush- 
ing is preferable to spraying, as the latter does not always 
fill crevices well. These crevices will be covered with 
filler later in many instances, but even so the primer is 
a necessity under the filler. The primer should be of 
the quality recommended by the makers of the covering 
coats, as research has shown that all priming materials 
are not equally satisfactory under all finishing coats. 
Where stopping is necessary, it is done after the filling 
coat, which may be sprayed. The stopping should be 
mixed with oil if an oil primer and filler have been 
used. 

The filler coat is followed by a guide coat, which is 
well rubbed down before the sealing coat is applied, and 
this is followed by the undercoating. This is rubbed 
down lightly before application of the finishing coat, and 
if the vehicle is not to be varnished a second coat is put 
oi top of the first. When varnishing is the last stage, 
the final colour coat is well rubbed down first. 

The method of painting described will give a life of 
upwards of three years before any attention at all is 
needed. At the end of the usual period, normally about 
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two years, coaches come in for general examination and 
the bodies are washed down, lightly sanded arid a fresh 
coat or coats of colour given, followed by two coats of 
varnish. After this the vehicle is returned to service for 
a further period, the process being repeated at similar 
intervals until it is thought desirable to clean off the whole 
of the paint and repaint completely. 

The method of application is not important except 
for the primer and the final varnish coat. Spraying is 
quicker than brushing, and is equally satisfactory for all 
but the two coats mentioned. Experience has indicated 
that brushed varnish coatings are more satisfactory than 
sprayed ones. Finishing enamels are now available which 
make it possible to dispense with the final varnish coat, 
but for railway work where running conditions are severe 
and cleaning operations somewhat drastic, varnishing is 
recommended. 


Synthetic Paints and Varnishes 

In general the processes outlined apply equally to oil 
paints and varnish of the old type, and to the newer 
synthetic paints made up on synthetic resins; the results 
are closely comparable. Synthetic clear varnishes have 
been found to have a longer life than oil varnishes of 
the original type, and the synthetic finishes are also rather 
more flexible in the film. This means that they are less 
likely to fail by cracking, which is the usual type of 
failure. They usually give way by a gradual degrada- 
tion of the surface, which merely needs rubbing down 
to give a good surface for repainting or varnishing. It 
is: better to make use of the specially compounded primers 
and fillers when the finishing coats are to be synthetics, 
though reasonably good results can be got with the ordi- 
nary type of either primer or filler. 

Nitro-cellulose paints, a somewhat general term now, 
are widely employed in the automobile industry, and their 
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use is growing in railway work. An average nitro-celly. 
lose paint consists of several constituents, and the vehicle 
is a mixture of solvents for which most manufacturers 
have their own formule developed by research and ex- 
periment. The paints may be applied by brush or spray: 
the spray gun is generally used in automobile work, by 
for railway purposes both are used. 

The cleaning down of the metal or wood surface jg 
just as important as with the paints already discussed 
The primer is usually compounded with oil. When the 
surface is bad and much filling is required, an oil filler 
is much to be preferred to one of the nitro-cellulose type 
as an average nitro-cellulose paint film when dry amounts 
to 20 per cent. only of the volume originally applied, the 
remainder having evaporated. After the filler stopping is 
done, an oil stopper is required if oil bound filler and 
primer are used, and after rubbing down, an undercoat 
may be applied if necessary. The final coats, two or three 
of pigmented lacquer, are applied thinly, the results being 
much better with three thin coats than with two thicker. 

For road vehicle work, it is advisable to use loose bead- 
ings wherever possible. The metal panels are fixed jn 
the usual way, but the beadings are detachable. The 
spraying is completed and the body rubbed down, and 
polished after which headings, treated separately, are 
replaced and fastened with countersunk screws, the heads 
of the screws being touched up by hand. By this means 
an excellent finish is obtained, as the surface is polished 
right up to the beading, and the movement which is inevit- 
able with such vehicles does not break the film between 
the bodywork and the beading. If detachable beadings 
are used, a damaged panel can be removed and repaired 
easily without affecting the rest of the panelling, which 
is often a considerable advantage. Transfers can be fixed 
in the usual way with good gold size, and may then be 
protected with a coat of oil varnish. , 








NEW LOCOMOTIVES FOR OVERSEAS RAILWAYS 


These engines, built by Nasmyth Wilson & Co. Ltd., of Manchester, 


are of the 4-6-0 type 


for the Junagad State Railway, India, and the 4-8-2 type for the Gold Coast Railway 


HE locomotives illustrated have been built by Nasmyth 
Wilson & Co. Ltd., of Patricroft, Manchester, to 
the instructions of Messrs. Robert White & Partners, 

Westminster, for service on the Junagad State Railway of 
India, and to the instructions of the Crown Agents for the 
Colonies for the Gold Coast Railway. The 4-6-0 locomo- 
tives, three in number, are non-superheated, and incorpor- 
ate in their design boilers with wide fireboxes above the 
frames to permit of a larger grate area, an inferior grade 
of coal being used as fuel. The outside cylinders drive 
the middle pair of coupled wheels, and steam distribution 
is effected by piston valves actuated by Walschaert motion. 

The tender is carried upon six wheels, 2 ft. 44 in. 
diameter. It has a capacity of 2,200 gallons of water and 
carries 4 tons of coal. The engine develops a tractive 
force at 85 per cent. boiler pressure of 14,744 lb., and the 
ratio of adhesion to tractive force at 85 per cent. is 4-03. 
The engines are equipped with Pyle-National electric light- 
ing apparatus; Ross pop safety valves; Clyde soot blowers; 
Evrit blow-off cocks; Davies & Metcalfe exhaust steam 
injector on the left hand side, and Holden & Brooke’s in- 
jector on the right hand side; Lambert sanding; Wakefield 
mechanical lubricator; and Vacuum brake mechanism. 
Weight distribution and other particulars are shown in 
the drawings. 


The following are the main particulars :— 


Cylinders, dia. 

Piston stroke ; me 
Wheels coupled, dia. -s 
bogie, dia 


144 in. 

22 in. 

4 ft. 

2 ft. 44 in. 

11 ft. 

20 ft. OF in 

41 ft. 14 in. 

3 ft. 7% in. 

7 ft. 6 in 

180 Ib. per sq. in. 


Wheelbase, rigid 
engine i 
is engine and tender 
Boiler dia. inside the front 
height at centre from rail 

Working pressure 
Heating surface :— 

Tubes 

Arch tubes : sia Rs os ¢ 

Firebox .. NP ae a ae 87 


935 sq. ft. 
- 


1,031 sq. ft. 
20-7 sq. ft. 

.. 36-2 tons 
24-5 


Total .. 
Grate area ° i i sts 
Weight in working order, engine .. 
tender .. 


60-7 tons. 
26-55 tons. 


Total. 
Adhesion weight 


Gold Coast Railway Engines 
These, as seen, are of the bar frame 4-8-2 type with 
eight-wheeled double bogie tenders, the gauge of the rail- 


way in this case being 3 ft. 6 in. As in the design 
described above, the cylinders are outside the frames 
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distribution is by means of piston valves and 


‘ ste 

ich alve gear. The boiler in this design incor- 
porate: rheating apparatus and carries a working 
pressut 200 lb. per sq. in. It has a diameter of 
5 ft. 03 utside the front and a length of 16 ft. 52 in. 
hetwet e plates; other principal dimensions are as 
shown table alongside. 


Th imum load on one pair of wheels is 12-5 tons. 


At 85 ent. boiler pressure a tractive force of 27,540 
Ib. is loped. The tender has a water capacity of 
2,500 ns and a coal capacity of 8 tons. 


The iipment includes the following fittings: Super- 


heater Ltd. M.L.S. superheater with 18 elements; 
Lockyer balanced regulator; Ross pop safety valves; 
Gresh * Craven injectors and combined heater, stop 
valve b.p. valve; Clyde soot blower; Detroit sight- 
feed cator for cylinders; Lambert wet sanding; J. 
Stone & Co. Ltd. electric light equipment; Hasler speed 
indicat ind recorder with drive taken off the coupling 
rod: steam brake on the locomotive and Vacuum brake 
and hand brakes on the tender; A.B.C. couplers; Phosphor 
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Bronze Co. Ltd. bushes for coupling and connecting rods; 
Hoyt Metal Company’s anti-friction metal; Wakefield’s 
mechanical lubricator for axleboxes; and United States 
Metallic Packing Co. Ltd. cylinder packings. 


Cylinders, dia. 18 in. 

Piston stroke mie 24 in. 

Wheels, coupled, dia. 4 ft. 
leading bogie 2 ft. 4 in. 


trailing bogie 2 ft. 9} in. 
13 ft. 3} in. 
29 ft. 8} in. 


53 ft. 9 in. 


Wheelbase, rigid 
= engine 
Wheelbase, engine and tender 
Heating surface : 

Boiler tubes .. 1,040 sq. ft. 
Flue tubes a we : = - 408 __s,, 
Firebox ra a os me = oe 160 
Superheater elements 298 


Combined total 1,906 sq. ft. 


Grate area : Ba ae we 34 sq. ft. 
Weight of engine in working order 68-55 tons. 
ms tender in working order 35°85 
- engine and tender in working order 104-4 
Adhesion weight 49-83 








REDUCING THE EFFECTS OF ICE AND SNOW 


A liquid chemical is now available that will prevent the freezing of 
railway equipment such as signals, points and electric conductor rails 


HE Kilfrost Manufacturing Co. Ltd., of Albion Works, 
T Albion Street, London, N.1, has during the last few 

years been making a particular study of ice forma- 
tion and deposit, particularly in connection with the prob- 
lems of cold storage, and has introduced a number of 
products intended to diminish the effects of frost where 
they are harmful to industrial efficiency. The formation 
of snow and ice on the pipes in cold chambers of refrigera- 
tion plants, which in the course of time assumes consider- 
able proportions, diminishes the efficiency of the equip- 
ment, and necessitates defrosting at intervals. This is 
not easy to effect and involves putting the plant out of 
action for a certain time, while the actual removal of the 
deposit is a tedious and awkward process, the ice adher- 
ing firmly to the pipes. Kilfrost paste, one of the principal 
products of the above concern, when applied to the pipes 
in the prescribed manner prevents the snow which is 
formed congealing to ice, and allows defrosting to be 
carried out with comparative ease without stopping the 
plant. Trials made in refrigerating chambers of the 
Port of London Authority and other owners have given 
the most satisfactory results and enabled the efficiency 
of the plants to be raised materially, while costs have been 
reduced. 

The Kilfrost Manufacturing Co. Ltd. has also turned 
its attention to the railway field, and introduced some 
additional products, adapted to meet difficulties peculiar 
to railway working in winter, when signal and other 
fittings are liable to become affected and the permanent 
way, both on steam and electric railways, has to be kept 
clear, especially points and crossings. Accidents have, 
of course, been known to occur through signal apparatus 
becoming seized up by frost, and the smothering of 
spectacle glasses by frost and snow may seriously interfere 
with the visibility of the lights. 

_There are six Kilfrost products for railway use. Tho 
signal lubricant, which can be applied to internal bearings 
by grease cups if necessary, is designed to keep spindles 
and pins free; trials in laboratory temperatures of — 30° F. 
and lower have shown the remarkable effectiveness of 


the material. The signal solution is for keeping spectacle 
glasses clear, and one liquid ounce will melt 8 oz. of 
snow, which represents, on 50 sq. in. of glass, a fall of 
0-$ to 2 in., according to the weight and type of snow 
falling. It is applied by drip feed to the glass. The 
points lubricant prevents points freezing up, and maintains 





Semaphore signal in a cold storage room with a holding 
temperature of 30° F. 


- 
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its qualities under the lowest temperatures, remaining 
unsolidified under extraordinary degrees of cold. The 
point solution is for melting snow and ice; one liquid ounce 
will melt 4 oz. of snow and maintain 8 oz. in a soft 
condition down to --30° F., so that 1 gallon will deal 
with 1 in. fall of snow on 80 to 192 sq. ft., and 100 
to 200 points can be treated at this rate. This solution 
is liquid down to —60° F., and is entirely non-corrosive. 
Very satisfactory results are stated to have been obtained 
with it already. 

For electric railways, two Kilfrost products are now 
available, designed to eliminate third rail troubles in 
winter, known as Solutions Nos. 1 and 2. The first is 
for use where temperature does not generally fall below 

5° F.; the second for more severe conditions, down to 

50° I. The solutions are applied to the conductor rail, 
as traffic conditions permit, from a suitable reservoir on 
a vehicle, in the form of a narrow ribbon, which will 
slowly cover the rail head. This can be done effectively 
at a speed of 20 m.p.h. Application of the solution after 
general traffic has ceased will melt any ice present and 
prevent further ice forming long enough to allow a full 
day’s running without further application. The material, 
being non-corrosive, will not harm rubber feed pipes. 
The No. 2 solution has a more rapid action, being able 
to melt } in. of ice in 5 min., and is very suitable for 
cases where sleet is followed by a sudden fall of tempera- 
ture and iced rails result. If applied warm, far enough 
ahead of the collector shoe, it will defrost the rail as a 
car proceeds. 

[t is understood that the London Passenger Transport 
Board has found the Kilfrost material to be quite 
effective in maintaining live rails clear on exposed Kilfrost being applied to a conductor rail on the 
sections of line. London Transport system 











4 recent picture of the Royal Scot climbing Shap, which strikingly illustrates the smooth exterior surface of the 
Photo. ] latest L.M.S.R. coaching stock, a notable contribution to the reduction of wind resistance  (M. W. Earley 
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WELDED UNDERFRAMES FOR L.M.S.R. GOODS WAGONS 


Procedure adopted in welding thirty-five underframes 


for 12-ton covered goods wagons at Crewe works 


\HIR1Y-FIVE underframes for 12-ton covered goods 
1 wazons have recently been completed at the Carriage 
and Wagon Works of the London Midland & Scot- 
tish Railway at Wolverton; these are of almost entirely 
welded construction. The underframes are of standara 
pattern, light type, not fitted with continuous brakes, and 
conform generally to R.C.H. dimensions and requirements, 
with slight modification to suit welded construction. The 
underframe has a length of 17 ft. 6 in. over headstocks, 
and a width of 7 ft. 8 in. over side rails, with an extreme 
width of 8 ft. 4 in. over door angles. The wheelbase is 
10 ft. and the wheeis are solid rolled, with a diameter of 
3 ft. 14 in. on tread. Brakework, springs, draw and 
buffing gear, and other fittings, are standard. 
The main members are identical with those used on 
the riveted wagon, and are of the new B.S. rolled steel 
section, as follows :— 
Solebars, headstocks and crossbars: 9 i 
channel 


6 in. x 


Diagonals, longitudinals and diagonal headstock stays : 
3 in. 4 in. channel. 


Side rails: 24 in. 24 in. x #; in. equal angle 


From the illustrations it will be seen that the rolled 
steel sections are electrically welded together, the only 
riveting being on such parts as require renewal or removal, 
including the axleguards and part of the brake gear; the 
sole exceptions are the brake block hanger brackets. A 
layout has been prepared for a complete and entirely 
progressive system of welded construction at Wolverton, 
whereby several jigs will be used, and the assembling and 
velding carried out more intensively and rapidly. 


Details of Welding Process 
The constructional members were sawn or milled to form 
a close abutment in the underframe, the meeting edges 
being chamfered where necessary. The crossbars, longi- 
tudinals and drawbar cradle carriers were assembled in a 
jig, tack-welded, then welded and removed from the jig. 


Jig No. 2 used for principal welding operations 


The underframe in jig No. 2 
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This welded section, and the whole 
of the remaining main members to 
be welded, were next assembled in 
the large jig, shown in the first 
illustration on the preceding page. 
From this it will be seen that the 
jig is arranged to revolve on trun- 
nions, enabling the welds to be made 
horizontally as far as practicable. 

With work proceeding at both 
ends simultaneously, the headstock 
and diagonal stays were first tack- 
welded to the diagonals and 
headstock, and the diagonals tack- 
welded to crossbars and headstocks, 
the welding following in the same 
sequence. The solebars were next 
partially welded to the headstocks, 
welding of the solebars and cross 
bar flanges following, welding of the 
solebars and _ crossbars, longitu- 
dinals, and crossbar webs coming 
next. The trend of operations at this stage was to work 
outwards from the centre of the underframe to eliminate 
distortion. The stays were next completely welded to the 
diagonals and the diagonals to headstocks, followed by 
welding the inner flanges of diagonals and crossbars, and 
stays to headstocks. The jig was rotated as required to 
complete the whole of the foregoing operations. 

Various items to be welded to the underframe were next 
dealt with. The drawbar plates were welded to the 
headstocks, and the four buffer trimmers, each a fabricated 
fitting, were first tacked, then welded to diagonals, and 
solebars. Spring stops, rope hooks and one vee-hanger, 
were tacked to the solebars, and the jig rotated to com- 
plete this series of operations. The progress thus far is 
shown in the second illustration. 

Before removal from the jig, the axleguards, which 


































Welded steel wagon frame after testing 
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Underframe after removal from jig No. 2 


had been riveted to the solebars prior to the welding 
operations, were set and lined up, and the springs mounted 
and coupled up. At this stage, the underframe, as nex 
shown, was removed from the jig, and any welding 
hitherto inaccessible completed, no particular sequence 
being here observed. The side rails were then carefully 
lined up, and gauges inserted together with the necessary 
distance pieces, and welded first to the solebars and then 
to the headstocks; the stays were afterwards welded. No 
particular order was necessary, and this completed the 
welding of the underframe structure. 

The corrugated steel ends of the wagon body, already 
prepared by welding the upper and lower halves, and the 
several stanchions with their door stops, weather strips, 
and other individual fitments welded on, were placed in 
position on the underframe. Their relative positions 
having been determined by a complete set of gauges and 
trammels, they were cramped together, and the steel ends 
were first tack-welded to the outer side of the headstocks, 
then completely welded on the inside to headstocks and 
side rails, followed by welding of the stanchions. 

The whole of the welding was carried out at an amper- 
age varying from 175 to 180; the fillet weld sizes were 
i; in., } in., and 3 in. A saving of 5 cwt. in weight 
over the riveted prototype has been realised. 


Shunting Tests 


One of the welded wagon underframes on completion 
was subjected to shunting tests. First the frame was sent 
into a train of condemned wagons. The average speed 
over a distance of 88 yd. prior to impact was 15 m.p.h. 
In this test the wheels became derailed, three axleboxes 
were broken, and two bolt heads on the vee hanger sheared 
off. No one joint in the frame showed any sign of failure. 
After re-railment the frame was again tested. This time 
a goods brake was attached to it, trailing. The frame 
was again sent into a train of condemned wagons at an 
average speed over 88 yd. of 35 m.p.h. In this gruelling 
test all the axleboxes were shattered and the wheels shot 
from under the frame. Only two joints showed any signs 
of failure, these being adjacent to each other at one of 
the junctions between crossbar, longitudinal, and 
diagonal. Some idea of the forces set up, due to this 
severe method of testing, can be gathered from the con- 
cluding illustration. 

We are indebted to Mr. W. A. Stanier, Chief Mechani- 
cal Engineer, L.M.S.R., for the foregoing description and 
the originals from which the illustrations have been 
prepared. 
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RAILWAY NEWS SECTION 


PERSONAL 


We 1 to record the death on 
Novem! 7 of Mr. Bernard Bowles 
Harriso! Director of Harrison & Sons 
Limited irm that has printed THE 
RalLW eTrE for a long period of 
years. Harrison, who died at his 
home, 1 ridge Wells, in his 
seventy h year, was buried 
following the 
vice at St. James’s 
inbridge Wells. 


on Tu 
funeral 
Church 


G.W.R. APPOINTMENTS 

The following appointments 
are an nced by the Great 
Western Railway :— 

Mr. H. G. Johnson, Draughts- 
man, Swindon, to be Assistant 
to Locomotive Works Manager, 
Swindon 

Mr. A W. J. Dymond, 
Draughtsman, Swindon, to be 
Assistant to Divisional Loco- 
motive Superintendent, Cardiff. 

Mr. W. Pratt, Repairs 
Engineer, Park Royal, to be 
Assistant (Electrical) to Di- 
visional] Locomotive Super- 
intendent, Wolverhampton. 

Mr. W. J. Stanley, Shift 
Engineer, Park Royal, to be 
Assistant (Electrical) to Di- 
visional Locomotive Super- 
intendent, Bristol. 

Mr. | |. Membery, Shift 
Engineer, Park Royal, to be 
Assistant (Electrical) to Di- 
visional Locomotive Super- 
intendent, Worcester. 

Mr. J. V. Howe, Shift 
Engineer, Park Royal, to be 
Assistant (Electrical) to Di- 
visional Locomotive Super- 
intendent, Oswestry. 


Chief Traffic Manager and Acting Assistant Genera! Manager 
(Commercial), South African Railways and Harbours, 
appointed a member of the Indian Railways Committee 


We regret to record the death, 
on November 27, of Mr. Robert 
Hugh Tennant, Chairman of the 
Audit Committee of the London & 
North Eastern Railway. He was best 
known as a Director, and from 1927-39 
Chairman of the Westminster Bank. 
In addition to his banking interests he 
was Deputy Chairman of the Stanton 
Tronworks Co. Ltd. 


We note with regret the recent death 
of Mr. G. B. Rea, sometime advisor to 
the Chinese Ministry of Railways. 


Mr Harris Watson, M.B.E., 
A.M.Inst.T., A.M.Inst. Public Admini- 
stration, has been appointed to succeed 
_— A. R Fearnley as General Mana- 
ger of the Sheffield Corporation Trans- 
port Department, the administration 
which manages the largest joint railway- 
municipal bus undertaking in the 
country 


Mr. Harry Cheadle, Chief Traffic 
Manager, at present acting as Assistant 
General Manager (Commercial), South 
African Railways and Harbours, who, 
as announced in our issue of Novem- 
ber 6, has been appointed by the 


Government of India as a member of 


the Indian Railways Inquiry Com- 


Mr. H. Cheadle, D.S.O., M.C.., 


of Inquiry 


mittee, was for five years a clerk on 
the former London & North Western 
Railway. He then -joined the service 
of the railways in South Africa on 
October 28, 1902, as a clerk in the 
Assistant Traffic Manager’s office, 
Pretoria. He was transferred to head- 
quarters, Johannesburg, in 1906 and, 
with the exception of a short period 
during which he was stationed at 
Bloemfontein, remained in Johannes- 
burg until 1920, when he was promoted 
to the position of Assistant Super- 
intendent (Commercial and Operating), 
Durban, rising to the position of Super- 
intendent Operating some three years 
later. Mr. Cheadle held the position of 
System Manager at Kimberley and at 
Pretoria prior to his transfer to 
Johannesburg on December 11, 1933, 


to take up his present position as Chief 
Traffic Manager. He saw considerable 
active service during the Great War 
and was awarded the Distinguished 
Service Order and the Military Cross. 
He joined the Forces as a private, and 
at the conclusion of hostilities held the 
rank of Major. 


INDIAN RaiLway STAFF CHANGES 

Mr. T. H. Morris, on return 
from leave, assumed charge as 
Controller of Stores, B.-N.R., as 
from November 1. Mr. R. M. 
Innes, who had been acting for 
him, reverted to Deputy Con- 
troller of Stores. 

Mr. J. Mackinnon, on return 
from leave, has been appointed 
Deputy Agent, N.W.R. 

Mr. H. Wood Robinson, on 
return from leave, has resumed 
his duties as Deputy Chief 
Engineer, Bridges, N.W.R. 

Mr. H. W. Huggins has been 
appointed to officiate as Deputy 
Chief Mechanical Engineer, 
N.W.R. 

Commander E. S. Graham, on 
return from leave, assumed 
charge as Marine  Super- 
intendent, B.-N.R., as from 
October 31. 

Mr. E. V. M. Powell has been 
appointed to officiate as Deputy 
Carriage and Wagon Super- 
intendent, Burma Railways, as 
from October 8. 

Mr. J. H. Shiels has been 
appointed to officiate as Chief 
Electrical Engineer, Mechanical 
Department, G.I.P.R., as from 
October 5. 

Mr. R. C. Case has_ been 
appointed to officiate as Deputy 
Chief Controller, Standardisa- 
tion (Mechanical), Railway 
Board, as from October 16, in 
place of Mr. T. G. Creighton, 
granted 10 months’ leave. 

Mr. R. W. Taylor has_ been 
appointed to officiate as Deputy Chief 
Engineer, South, E.B.R., as from 
October 15. 

Mr. G. H. A. Wood has_ been 
\ppointed to officiate as Deputy Chief 
Accounts Officer, E.B.R., as from 
October 8. 

Mr. E. H. N. Lowther, Officiating 
Deputy Agent, Personnel, E.I.R., has 
heen granted 104 months’ leave as from 
Decemher 4 


Mr. S. j. Hungerford, Chairman and 
President, Canadian National Railways, 
has announced the appointment of Mr 
N. B. Walton as Chief of Transporta- 
tion of that system with headquarters 
at Montreal. Mr. Walton has been 
General Superintendent of Transporta- 
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tion Western Region, head 
quarters at Winnipeg, March, 
1930, and is well known as a railway 
operating officer of wide experience. 
He was born in London, Ontario, and 


with 
since 


Mr. N. B. Walton, 


Appointed Chief of Transportation, Canadian 
National Railways, with headquarters at 
Montreal 


has been active in railroading since 
1900, when he joined the Grand Trunk 
Toronto, as a clerk and 

subsequently and until 
positions of Secretary 


Railway at 

stenographer, 
i907 occupying 
to Superintendent, Telegraph Operator 
and Secretary to the Vice-President, 
and Assistant Trainmaster. In _ that 
vear he transferred to the Great 
Northern Railway at St. Paul, as 
Secretary tothe Vice-President and later 
Inspector of Transportation, returning 
to the Grand Trunk svstem at Toronto 
in April, 1908, as Claims Agent. In 
October of the same year Mr. Walton 
became Secretary to the General Super 
intendent of the Grand Trunk Pacific 
Railway at Winnipeg and served subse 
quently as Trainmaster at Wainwright, 
Alberta, Assistant to the General Super- 
intendent at Winnipeg, and Superinten 
dent at Edmonton. In September, 
1920, he became Assistant General 
Superintendent, Canadian National 
Railways at Prince Rupert, British 
Columbia. and was transferred to 
Winnipeg in 1924 as General Super 
intendent, being appointed General 
Superintendent of Transportation, 
Western Region, in March, 1930, the 
post he has now vacated to become 
Chief of Transportation. 


CANADIAN NAtIONAL RAILWAYS 
APPOINTMENTS 
Following the appointment of Mr. 
N. B. Walton as Chief of Transporta- 


tion, the following other changes in the 


Operating also an 
nounced : 

Mr. W. 
intendent, 


pointed 


Department are 


R. Devenish, General Super- 
Manitoba District, is ap- 
General Superintendent of 
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rransportation, Western Region, with 
headquarters at Winnipeg. 

Mr. B. T. Chappell, General Super- 
intendent, British Columbia District, to 
be General Superintendent, Manitoba 


Mr. Perey S. Turner. 

Sales Director, Metropolitan-Vickers Electrical Cx 
Ltd., who has been decorated with the Hungarian 
Order of Merit 
District, with headquarters at Winni 

peg. 

Mr. W. T. Moodie, General Superin- 
tendent at North Bay, to be General 
Superintendent, British Columbia Dis- 
trict, with headquarters at Vancouver. 


H.M. King 
Edward VIII 
leaving the sleep- 
ing car of the 
special G.W.R. 
train, which he 
made his head- 
quarters during 
his recent tour of 
the South Wales 
distressed areas, at 
Llantwit Major 
station on 
Vovember 18, to 
begin the tour 


[Photo : 


** News-Chronicle 
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Superin 
De Genera] 
District 


Mr. W. I. Munro, G 1] 
tendent, Alberta District t 
Superintendent, Saskat 
with headquarters at S 

Mr. W. C. Owens, G Superin 
tendent, Saskatchewan t. tock 
General Superintendent rta Dis 
trict, with headquarters imonton 

The Canadian Nati teamships 
announce the appoint of Mr 
Norman A. Paton to 
Assistant to Passenger Mana 
ger. Mr. Harry T. P ormerh 
Special Passenger Re} tive 
the company, 
Representative 


Montreal territory. 


I 


ition of 


lor 
has been a ted Pas 


senger 


Mr. Percy S. Turner Directoy 
f the Metropolitan-Vic| Electrical 
Co. Ltd., has been pres | by the 
Regent of Hungary with 
the Hungarian Order of \ 
nection with his well-kn¢ rk con 
cerning the electrical equiy it of the 
Hungarian State Railw We 
gratulate him on his being t ecipient 
of this honour, and als pon his 
recovery itroin the very 
which has incapacitated | 
months. 


Cross ot 


In con- 


illness 


Mr. Jj. Irving, for ov 0 -vears 
Manager of the Cable Department at 
the Greengate and Irwell Rubber Co. 
Ltd., Salford, Manchester, for th 
past eight years a Director of Rotunda 
Limited, Denton, Manchester, relin 
quished his position and retired from 
business altogether on November 30. 
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From The London Gazette of Decem- 
1: Territorial Army; Royal Engi- 
Engineer and Railway Staff 
King has been graciously 
onfer the Efficiency Decora- 
Col. the Lord Ashfield, P.C., 
Col R. E. L. Maunsell, 
Nl I Mech.E., M.A. 
rd Ashfield is Chairman of 
Passenger Transport Board, 
Maunsell is Chief Mechani- 
Southern Railway. 
ig has been pleased to issue 
nmission of Lieutenancy for 
of London (November 7, 1936) 
inter alia as H.M.’s Lieuten- 
ants within the City: Viscount Wake- 
vV.0:.. C.B.E.,. T.D.; Lerd 
G.B.E. (a Director of the 
Railway); Sir Charles A. 
Bt (a Director of the 
Sir Henry D. Kimber, Bt. 
of the South Indian Rail- 
way Sir Alan Garrett Anderson, 
G.B.E., M.P (a Director of the 
L.M.S.R., Somerset & Dorset Joint 
ailway, &c.); Mr. Walter K. Whig 
m (a Director of the L.N.E.R., and 
Argentine Railway); Mr. 
J. Hambro, M.C. (Deputy 
Chairman, G.W.R.); Sir Josiah C. 
p, G.C.B., G.B.E. (Chairman and 
President of the Executive, L.M.S.R., 
ind a Director of associated com- 
panies, &c.); Mr. P. Ashley Cooper, 
A., LL.B. (Member of the L.P.T.B. 
Director of the Beira Railway 
of the Argentine Transandine 
Railway, &c.); Lord Palmer (Deputy 
Chairman, G.W.R. and a Director of 
ssociated companies); Col. Sir Robert 
Williams (a Director of the 
Railway, &c.); 
Chairman, Port of London Authority); 
Sir Francis H. Dent, C.V.O. (Chairman, 
Railway Clearing House, and a Director 
of the Southern Railway and associated 
mpanies); Sir Herbert A. Walker, 
K.C.B. (General Manager, Southern 
Railway, and a Director of Carter 
Paterson & Co. Ltd. and Pickfords 
Limited, &c.); Lord Plender, G.B.E. 
(Shareholders’ Auditor, G.W.R.); and 
Hon. Col. the Hon. J. J. Astor (a Direc- 
tor of the G.W.R.). 
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L.N.E.R. MusicaL- SociEtTy Con- 
cert.—An enthusiastic audience en- 
joyed this society’s bohemian concert 
at the Hamilton Hall, London, E.C., 
on Monday night, when a programme 
which varied from the rousing to the 
gently sentimental appealed to all 
tastes. Perhaps because it was a 
bohemian concert, and the item followed 
an interval for refreshments, the first 
outstanding display of enthusiasm 
greeted the ‘‘ Drinking Song ’’ from the 
‘Rose of Persia,’’ by Webster Booth. 
The conductor was Leslie Woodgate. 
Mrs. H. W. ¥. Powell took the chair. 
Among the visitors were : 

Sir Charles A. Batho; Messrs. E. Coleby, 
H. G. Drury, A. R. Gray, E. L. Hawkins, A. P. 
Howard, W. H. Hyde, R. J. M. Inglis, James M. 
McLaren; Col. H. H. Mauldin; Messrs. 

Maxfield, L. H. K. Neil, C. H. Newton, 
Pettit, H. W. J. Powell, M. D. Robinson, 
Svder, and C. B. Tidmarsh. 


Lord Ritchie of Dundee 
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Staff and Labour Matters 


Meeting of Railway Staff National Tribunal 


Much interest has ben aroused by the 
announcement that the Railway Staff 
National Tribunal will meet on Mon- 
day next under the chairmanship of 
sir Arthur Salter, K.C.B., D.C.L., to 
hear and decide claims submitted by 
the Associated Society of Locomotive 
Engineers and Firemen. These claims, 
which are made on behalf of Engine 
Drivers, Motormen, Firemen, Assistant 
Motormen and Engine Cleaners, include 
the following :— 

1.—The deducticn of 1} per cent 
earnings to be discontinued, 

2.—The standard dey to be 
6 hours and the standard 
hours. 

3.—Duty performed on Sundays to be 
paid for at the rate of double time, with 
a minimum payment of a standard day’s 
pay for each time of signing on duty. 

4.—Day overtime to be paid for at the 
rate of time-and-a-half and night 
time at the rate of double time. 

5.—All ordinary time worked at night 
(i.e., between 10 p.m. and 4 a.m.) to be 
paid for at the rate of time-and-a-half. 

6.—Twelve weekdays holiday with pay 
to be given after twelve months’ service. 


from 


reduced to 
week to 36 


Over- 


The hearing will be in public and it 
is anticipated that it will occupy about 
three days. 


Road Transport Hours 

The Joint Council for the Retail Dis- 
tributive Trades Section of the Road 
[ransport lndustry—an_ organisation 
representative of employers and work 
i recently submitted an applica 
tion to the Minister of Transport for a 
variation of the periods of time laid down 
in Section 19 of the Road Traffic Act, 
1930, as amended by Section 31 of the 
Road and Rail Traffic Act, 19338, for 
the employment cf drivers of road 
vehicles of certain types. The varia- 
tion applied for is to the effect that 
the period of 11 hours laid down in 
Section 19 (1) (11) of the Act of 1930 
may be increased to 12 hours on any 
four days during the period December 
15 to December 24, 1936, both days 
inclusive, the variation to apply only 
in England and Wales to those engaged 
in the delivery of from retail 
shops and/or stores to their customers. 
As provided in the Act, the Minister 
referred the matter to the Industrial 
Court for advice, and the Court met 
yesterday, Thursday, December 3, to 
hear arguments. The National Union 
of Railwaymen opposed the application 
on grounds of public safety. 


veople 


goods 


Road Transport Wages 

Another meeting of the committee 
appointed by the Ministers of Labour 
and Transport to consider the regula 
tion of wages and conditions of service 
of persons employed in the Road Trans 
port Industry (Goods) was held in 
London on Friday last, November 27, 
under the chairmanship of Sir James 
Ballie, O.B.E.,. J.P. LL.D. The Gov 
ernment committee received evidence 
submitted on behalf of the associated 


holders. 
“ ancillary 
those engaged in trade or 
business, for the carriage of goods only 
for or in connection with such trade or 
business. A vehicle authorised under a 
‘C”’ licence may not be used for the 
carriage of goods for hire or reward. 
rhe associated committee is representa- 
tive of seventeen national organisations, 
including the National Chamber of 
rade, the National Federation of 
Building Trades’ Employers, and the 
Wholesale Distributors’ Association. 

It was urged that there can be ro 
real comparison between haulage con- 
tractors or railway companies, who 
carry goods ‘for hire or reward” and 
ancillary users operating their own 
vehicles, and it was submitted that the 
carriage of goods could not be handed 
over to public hauliers without damag- 
ing the trade or business. It was fur- 
ther submitted that failure on the part 
of certain ‘‘A’”’ or ‘‘B”’ licence 
holders to comply with requirements as 
to fair wages and conditions is in part 
due to ‘‘C”’ vehicles not being sub 
ject to such requirements, cannot be 
justified upon the facts. 

Other arguments advanced were that 
special treatment of motor drivers 
might upset the balance of any arrange- 
ments entered into in respect of other 
of employees in a_ particular 
trade; that many drivers are only em- 
ployed part of their time in driving 
and at other times come within the 
category of shop assistants; and that 
many drivers engaged in retail delivery 
collect accounts and act as salesmen. 
The associated committee submitted in 
conclusion that it is impracticable to 
ipply the fair wages clause to the case 
of the private carrier. 

Mr. Herman Kent, who appeared for 
the associated committee stated, in 
reply to question, that enquiry 
among members of the Grocers’ Fede- 
showed that the average wage 
of part-time drivers is 48s. 2d. per 
week and for full-time drivers is 
52s. 10d. per week, the hours of em- 
ployment in each group averaging 53 
per week. Sir James Ballie asked the 
witness whether there was not some 
justification for a driver employed by 
a ‘‘C”’ licence holder objecting to his 
wages and conditions being less favour- 
able than those determined by the 
National Joint Conciliation Board for 
the Road Transport Industry (Goods) in 
respect of ‘‘A’’ and ‘‘ B”’ licences, 
and in reply it was suggested that the 
work were entirely 


committee of ‘‘C’’ licence 
‘“C”’ licences are held by 


users,’ 7.€., 


classes 


ration 


conditions of 
different. 

It will be remembered that in a 
memorandum of evidence recently sub- 
mitted to the Government committee 
the four main-line railway companies 
urged that ‘‘ C’’ licence holders should 
be made subject to appropriate control 
in the matter of wages and conditions 
of employment. 















































































































































































































































































































































































































































































































































































































































































































































































































































































































































The Air Resistance of Passenger 


See Editorial 


On Friday, November 27, a paper en 
titled ‘‘ The Air Resistance of Passenger 
Trains was read by Mr. F. C 
Johansen, M.Sc. (Eng.) A.M.I.Mech.E 
Engineering Research Officer to the 
London Midland and Scottish Railway, 
it a Meetimg of the Institution of 
Mechanical Engineers. The paper was 
divided into three parts, and in the 
following summary the titles of thes¢ 
have been retained. 
Part I._-Experiments 

The paper was mainly a description 
of experimental work, both of the 
methods employed and of the results 
obtained, and at the outset the author 
explained that wind tunnel 
scale models had been pre ferred to tests 
on full size chiefly 
was impossible to control the natural 


wind, or to determine how 
+} 


tests on 


trains, because it 
much of 
resistance of an actual train was 
‘ir resistance, and how much was resis 
tan ol a Earlier 
workers had shown that air resistanc« 
was closely proportional to the 


if the speed, and that at speeds 


different kind 


square 
exceed 
ing 60 m.p.h., this resistance became, 
with trains of conventional design, the 


largest of all the items making up the 


total The new experiments were pet 
formed to ascertain the air resistance 
% the separate vehicles comprising a 
train as well as of whole trains 


ventional, modified and ideal train 
models were tested, and the 


relative 


velocity 
of the ai to each model was 


iried both i 


ind direction 
The wind tunnel in which th 


1 magnitude 


experi 
ents were made had a 7 ft. square 
nternal cross section, and because they 
were, in some tests, to be placed mak 


ing an angle of 30 


model trains 


with the air stream, 
could not, in such) a 
tunnel, be more than 11 ft. long rhis 
striction had dictated the use. of 
trains consisting of a locomotive and 
constructed to a_ linear 
scale of a fortieth full size 

rhe train under test had been placed 
tbove a flat aluminium plate 14 ft 
long and 7 ft. wide, placed horizontally 
tunnel midway 
ind rool to 


IX Carriages 


between floor 
represent the ground 
Through the centre of each vehicle com 


in the 


prising the train a rectangular sectioned 
hole had been provided in the longi 
tudinal direction enabling the 
to be 


vehicles 
strung like beads on a straight 
metal rod of rather smaller rectangular 
section Chis rod, supported parallel 
to the plate at its central point, and 
a few inches therefrom, was carried by 
balances, and the 
move it 


forces 


parallel to the 


tending to 
plate in 


both ‘longitudinal and lateral direc 
tions had been rendered ascertain 
able by apparatus outside the tun 
nel Vehicles comprising a_ train 


could be secured separately to the rod, 
and any not so secured could be fixed 
to the plate with the rod 


passing 
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ry. . 
l'rains 
le on page 932 
through but not touching them In 


this way it had been made possible to 
measure the forces acting on whole 
trains or on individual vehicles, the 
remainder of the train being in its 
correct position relative to the vehicle 
under test rhe inclination of the 
rod to the longitudinal axis’. of 
the wind tunnel had been adjustable, 
and so the longitudinal and _ lateral 
components of air resistance had 
been obtainable for resultant air veloci 
ties making an angle of up to 30° with 
the length of the train. This angle was 
referred to throughout the paper as the 
ingle of yaw. In presenting the results 
of tests on models allowance was to 
be made for the small scale of the ex 
periments in drawing conclusions ap 
plicable to full size trains Aero 
enabled the allow 
made but not without 

However the 
effects of modi 
shape likely 
to be less open to error from scale 
ind similar differences than the ab- 
values of the air resistance 
In other words wind tunnel tests on 
models gave comparative if not quan 
titatively accurate indications of the 
forces acting on full size trains of dit 


dynamic theory 
ince to be 
. possibility of error 
author felt that the 
fications of 


train were 


solute 


{ it shapes For the sake of uni 
formity and ease of comparison. the 
results given ,in the paper related to 
full size trains and were reduced to 


the common basis of a resultant speed 


of 100 m.p.h. between the train and thi 


Part II.—-Results 


The results given in the paper may 
be summarised so as to afford interest 
ing comparisons Tests on a con 
ventional L.M.S. train and on a train of 
ideal shape faired (rounded 
nds, faired (shielded) chassis, perfectly 
smooth external surfaces, and closed-in 


having 


showed that a 
longitudinal air resist 
ince of from 75 per cent. at 0° yaw to 
85 per cent it 30° vaw was to be 
effected by adopting the ideal shape 
In actual horsepower the figures were 


gaps between vehicles, 


saving in the 


from about 1,000 saved at 0° yaw, to 
ibout 2,700 at 30° yaw for a speed of 
100 m.p.h. in still air. The lateral 
air resistance for both trains varied 


from zero at 0° vaw to between 40,000 
and 50,000 Ib., no saving in this having 
been secured by streamlining. 
Regarding the longitudinal resist 
ances of the separate vehicles it was 
found that for the conventional train 
the locomotive offered from about 2 to 
bout 3 times the resistance of any 
other vehicle The larger figure corre 
sponded to 0° yaw when the locomotive 
cleave a way for, and to 
shelter, the rest of the 
smaller figure corre 
vaw, when the rest of 
The re 


would 
some extent 
train, and the 
sponded to 30 
the train was more exposed. 








tendency to become slightly 
back of the train wa 


vaw, when the sheltering 


locomotive on the front of 


larger angles of yaw, by 


cu tually exceeded by 


supplementary to that 
its other surfaces 








expedient of rounding the 





apportionment 


and 261 lb. respectively 


improvements wert 


was found that they 
heltering influence on the train s¢ 
while there was < 


train resistance which partly offset this 


ment afforded by alterations in the 
motive alone was not as great as might 
have been expec ted. 

[The modifications made to the stan 


increase in the train resistance. 
vaw a hemispherical smokebox front 
saved about 440 Ib. of a total of 1,980 
This represented 
resistance of the locomotive, OI 


ibout 100 Ib. or less than 1 per cent 
the total train 
The substitution of a high tender for 
a standard low tender led to 
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t iction effect on the engine 
h ' luced a better shielding of 
ae pws riage with the result that 
+ 0° 5 oduced a saving of nearly 
6 pel of the total resistance of 
, B-c( At increasing yaw the 
ei ving less substantial. 
Com] between a six Carriage 
onv .M.S. train without its 


. make it resemble a 
electric train) and the 
irriage train with flat 
| the advantage of the 





<moot or surfaces, faired chassis, 
d gaps of the latter. The 
ta] e of the ideal train varied 


0-7 of the standard train 
0° yaw, to less than 0-5 
30 v despite the extra carriage. 
Fairing t ends of the standard train 
reduc resistance by about 25 per 
ingles of yaw, and fairing 


th f the ideal train reduced its 
sist to less than half. 
[he effect of gaps between carriages 
iS tigated with conventional 
L.M.S | L.N.E. trains, and also 
with t ideal train. Reducing the 
ind sap of 44 in. in the L.M.S. 
in to 20 in., and then to 6 in. led 


ns of 3-1 and 5-2 per cent. 


0 ind of 2-6 and 4-7 per cent. 
9%) vaw in the total air resis 
tance Merely covering the gaps led 


decreases of only 1-3 and 2-9 per 
Little benefit was obtained from 

the standard L.N.E. gap 

n. to 2 in. because the carri 
this train had rounded ends 
which still produced a break in the 
24 in. long even with the gap 


iced to 2 1n. 

The effect of leaving gaps of 44 in. 
the carriages of the ideal train 

vhile retaining front and end fairings) 
is to increase the resistance of the 
vaple train by 20-7 per cent. at 0 
iw, and by 158-0 per cent. at 20° yaw. 
Th ter increase was large not only 
l ly but in actual pounds, being 
several times as great as the effect of 
ga in conventional trains. It was 


hought that the skin of air carried 
long by the rough standard trains pre 
nted gaps from having much influ 
but that with a smooth train the 
velocity over the surfaces was 
higher, so that when gaps were pro 
d there was a direct impingement 
pon the partially unsheltered front 
f the carriages. 

Experiments conducted to determine 
he separate contributions of body and 
hassis to the total air resistance of 
tandard L.M.S. and L.N.E. carriages 
showed that the chassis contributed 
rom about 50 to over 80 per cent. of 

total, the larger figure correspond 
ing to larger angles of yaw when the 
ogie no longer sheltered the hind 
Fairing the chassis reduced the 
esistance of all carriages in the centre 
the train by about 30 per cent. at 


iw, and by close on 50 per cent. 
it 30° vaw The effect on the end 
iriages, while the same in absolute 


, was smaller expressed as a per- 
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centage because of the larger totals due 
to exposed front and rear surfaces. 


Part III.—Deductions 


Assuming a coal consumption of 3 
Ib. per b.h.p. hr., and a coal cost of 
£1 per ton, the savings to be effected 
bv modifving the carriages in a six 
coach train varied (at 100 m.p.h. in 
still air) from £0-246 to £0-48 an hour 
depending on the degree of modifica- 
tion. The saving was nearly but not 
quite proportional to the number of 
carriages, and greater economies were 
indicated if the locomotive also were 
streamlined. The full benefit of some of 
the modifications would not be obtained 
except with a side wind blowing, and 
therefore larger savings were to be ex 
pected under adverse running condi 
tions. Instead of saving power and 
fuel, advantage could be taken of im 
provements to run at higher speeds. 

Comparison was made between an 
L.M.S. train having a locomotive and 
different numbers of carriages with 
trains variously modified. In modifica- 
tion A there were only fairings on the 
engine, tender and last carriage. In 
modification B all carriages had smooth 
bodies and faired chassis. Finally 
there was the completely streamlined 
or ideal train. For these four varieties 
of train, each comprising a locomotive 
and 12 carriages, the horsepowers 
needed to overcome air resistance at 
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100 m.p.h. were 2,100, 1,715, 1,060 and 
530 respectively. To show the relative 
importance of savings in air resistance 
the author plotted the resistance of a 
standard train as a percentage of the 
total resistance. This percentage with 
a 12 carriage train varied from about 
10 at 20 m.p.h. to about 62 at 100 
m.p.h. Thus at 80 m.ph. and over 
the air resistance formed the larger part 
of the total and warranted the atten- 
tion which was being given to its reduc- 
tion. 

The effect of lateral air pressures was 
to increase the tractive resistance by 
about 1-45 lb. for every 100 Ib. of side- 
ways pressure. Of this 0-25 Ib. was 
due to flange and wheel slip and 1-2 
lb. to friction at the bearing bosses. 
Modifications in train form had little 
effect on the lateral pressure of the air, 
so that this item of tractive resistance 
was about the same for ideal and con- 
ventional trains. 

The direction of the natural wind in- 
fluenced the air resistance to produce 
in this a maximum when it blew from 
one side. With a standard six-coach 
L.M.S.R. train the natural wind pro- 
duced the greatest resistance when it 
blew from a direction inclined at from 
67° to 53° to the direction of motion 
of the train. The smaller figure corre- 
sponded to the more swiftly blowing 
wind. With the ideal streamlined train 
the worst angle varied from 55 down 
to less than 30 








ABSTRACTS OF RECENT PATENTS 


A correction 


We much regret that on page 906 of 
last week’s issue of THE RatLway 
GAZETTE (dated November 27) the com- 
piler of our ‘‘ Abstracts of Recent 
Patents,’’ owing to a clerical error, 
wrongly attributed Specification No. 
448,201 Improved Rail Joint to Sir 
W. G. Armstrong Whitworth & Co. 
Ltd. and Mr. George Pawson instead of 
to Mr. A. N. Brogden. We offer our 
apologies to all concerned for any incon 
venience caused. The abstract in ques 
tion should have read: 


No. 448,201. Improved Rail Joint 


Alfred Nathan Brogden, of 413, 
Lytham Road, Blackpool, in the County 
of Lancaster. (December 11, 1935.) 


In the improved rail joint, one of 
both ends of the rail lengths 1, 2 are 
of half width as shown at 3 and 4, 
and have their edges bevelled as at 
5. These half widths are perforated 
with holes 6 of standard diameter, but 
elongated into somewhat — elliptical 
shape, to allow of bolting together of 
the joints by means of bolts 7, but 
allowing for the expansion of the 
rails. Washer plates 8 are used as 
shown. It is essential to support the 
joint upon a pair of sleepers 9 and 
chairs 10, the rail ends being secured 
therein by wooden or metal keys. If 
desired the rail ends may be connected 


by means of fishplates cut into halves, 
thus affording a considerable saving, 
where these parts are already available. 
A standard fishplate is cut into two 
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pieces 11 and has the usual pear-shaped 
bolt holes 12, co-operating with snugs 


13 on the standard bolt 14 to prevent 


rotation of these.—(Accepted June 4, 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 


Near Micheldever, Southern 
Railway: August 15, 1936 
At about 5.48 p.m., as the 4.58 p.m. 
Channel Islands boat train from 
Southampton was running at an esti- 
mated speed of 45 m.p.h. between 
Winchester and Micheldever, fire broke 
out, originating near the trailing end 
of the second passenger coach. Several 
communication cords were pulled and 
the train was immediately brought to 


a stand. Casualties were  fortun- 
ately limited to eight minor injuries. 
A number of passengers had _ to 


alight hastily on both sides, but the 
train, travelling at 
seeing something amiss, 
made a full brake application and, 
whistling continuously, able to 
slow to 40 m.p.h. when passing the 
burning coaches. The fire spread 
through the second and third passenger 
coaches with great rapidity, and ulti 
mately, owing to difficulty in releasing 
another coach 


driver of a down 


75 m.p.h., 


was 


brakes and couplings, 
ahead and a Pullman in rear were 
involved, and all were completely 
destroyed down to the underframes; the 
other vehicles were undamaged. The 
four coaches were drawn into a siding 
at Micheldever, but the fire brigade 
was able, from lack of water, to protect 
only the Pullman gas cylinders, and 
the four bodies burnt themselves out. 
The line is on a steadily rising gradient 
of 1 in 250 from Eastleigh, for about 
14 miles before the 59th milepost, where 
the train stopped. There is no station 
between Winchester and Micheldever, 
but there are two signal boxes, Wallers 
Ash East and Weston. The accident 
was inquired into by Colonel A. C. 
Trench. 

The train was drawn by 4-6-0 engine 
No. 482 and composed of the 
following ten bogie vehicles :— 

Corridor Van No, 330 
Corridor First No. 7227 ) 
Corridor First No. 7180* Potally 
Corridor First No. 7169 
Pullman Car ‘* Rainbow ” 
Corridor Third No. 1899 
Corridor Third No. 808 
Corridor Third No, 1906 
Corridor Third No. 786 
Van No, 242 

* Fire started about trailing « 


was 


| Destroyed 


nd of this coach 

The train had been standing in the 
quayside platform shed for about an 
hour before departure, and the electric 
lights were switched on about 15 
minutes before. The train examiner 
found nothing wrong. 


Constructional and Electrical 
Details 


The two coaches primarily concerned 
were built at Eastleigh in 1922, on 
heavy steel underframes, the body 
framing being teak and oak. The sides 
and ends were panelled externally with 
steel sheets and were lined internally 
with plywood and mahogany panelling. 
The roofing was deal, covered with 
canvas outside and panelled inside with 
asbestos millboard. There was a dis- 


tance of about 3 in. between external 
and internal panels of sides and ends, 
and about 2 in. in the roof; small ven- 
tilation holes were provided to the 
spaces at the sides and ends. Flooring 
was Decolite composition on corrugated 
sheets. Since 1926 all new main line 
corridor stock on the Southern Railway 
has had Buckeye couplings and Pull- 
man vestibule gangways. The latter 
will not fit the British Standard, and 
the faceplate and beliows of the stan- 
dard connection have to be modified 
to enable them to be coupled to the 
Pullman vestibule. 

rhe total length of gangway between 
coaches fitted with modified gangways 
is not icreased above the British Stan- 
dard, as this dimension is controlled 
by the buffers and couplings, but the 
length of two Pullman Vestibule gang- 
ways coupled by a Buckeye coupler is 
appreciably less. 

The gangway between the trailing 
ed of No. 7180 and the leading end of 


No. 7169 consisted of two modified 
British Standard connections. The 
upper portions of the canvas bellows 


were probably covered by canvas covers 
loosely strapped in position; in the 
company’s latest practice, these covers 
are of smooth fireproofed leather; but 
it is impossible to determine for certain 
what kind was in use. In the British 
Standard gangway a sheet metal cover 
is provided; this is not practicable on 
the modified ones. 

Electric light was supplied from a 
belt-driven dynamo, and two batteries 


below the underframe with automatic 
control charging and an automatic 
Pegoud change-over switch. Each 


battery consisted of 12 lead cells of 180 


amp.-hr. capacitv, working voltage 
24 V. The positive leads were taken, 


through main fuses rated to blow at 
125 amp.; in vulcanised indiarubber 
cables taped and braided, 7/-064 gauge, 
supported on cleats on the underside 
of the coach, to what was the leading 
end in both coaches, and brought up to 
a magnetic control switch, in a locked 
cupboard on the corridor end panelling; 
this control circuit could be coupled 
through to enable a guard to switch 
lights on and off in all coaches from 
one point, but was not connected up 
on this occasion. Adjacent to this 
switch was a two-way single pole iron 
clad fuse box, dividing the positive feed 
to the lamps into two circuits. One, 
the general lighting circuit, fed the 
centre lamps in the roof of each com- 
partment, and the lamps in corridors 
and lavatories. The second, the in- 
dividual lighting circuit, fed the lights 
over the seats, each with its local switch. 
The general circuit was switched on, 
but it is not certain whether the in- 
dividual circuit was. 

The loadings were (a) general, 13 
lamps of 20 W., i.e., a total load of 
11 amp.at 24 V.; and (b) individual, 28 
lamps of 20 W. i.e., a total installed 
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load of 23 amp. The fus: were tin 
lead alloy wires between screw termi 


nals, the general circuit ving one, 


rated to blow at 25 am} d the in- 
dividual circuit having similar 
wires. On test this typ vire blew 
at 25 amp. after about in. No 
labels or identification n s in the 
fuse box showed the rat equired, 
nor indicated which circuit was which. 
From these two fuses two 1 1 positive 
leads were taken up to t roof in 
V.I.R. cable, 7/-052 gaug id along 
the centre for the length of th coach 
The single negative main « 7/-064 
gauge, was led up from tI battery 
about the centre of the coa nd tee- 
jointed to a negative mai { 7/-064 
which ran alongside the t positive 
mains. ; 
These three cables (two of 7/-059 
positive and one of 7/-064 negative 


lay together on the top of the canvas 
roof covering held in position by 


Canvas 
straps at frequent intervals, nailed to 
the roof, protected from the weather 
by a strip of canvas. At points where 
a feed was taken to lamps below, 
branch cables, usually 3/-029 gauge, 


were teed off with a soldered joint, and 
led over the top surface of the roof 
under a similar canvas strip to where 
they led down to the lamp through a 
hole bored in the woodwork of. the 
roof; in one or two holes examined on 
a similar coach, this had _ not 
rounded off or countersunk to avoid 
sharp edges. 

Each lamp on the individual circuit 
had a separate switch with fuse; this 
of course, afforded protection against a 
short circuit in the lamp holder and 
lamp only. 

The dynamos, Pegoud switches and 
were substantially 


been 


charging switches 
undamaged and in working order; the 
main fuses (125 amp.) were intact, and 
Colonel Trench was assured that when 
the coaches were left in the siding at 
Micheldever, still burning, the batteries 
and battery cases were apparently not 


damaged. He was able to identify 
and examine almost all the tee joints 
in the main cables which had_ been 


lying along the roof; the majority were 
well made with ample contact area and 
good mechanical grip; it was impossible 
to see whether they had beer properly 
soldered, as any solder had _ been 
melted, but on opening some joints of 
a similar coach selected at random, 
the joints were found well made and 
soldered and effectively taped. It is 
reasonable to assume that those in the 
burnt coaches were similar. One or 
two of the tee joints appeared poor, 
and in at least three cases the main 
cables had been spliced instead of being 
continuous; in two of these the portions 
of the stranded main cables were united 
by a few inches of thick solid copper 
wire. 

The magnetic control switches were 
unworkable, but all terminals 
tightly screwed down. The ironclad 
adjacent fuse boxes were undamaged 
and their cable socket connections ap- 


were 
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ler, but all terminal nuts 


peart l ' 
were Ik presumably due to melting 
of the | wires under them. 


Possible Causes of the Fire 


“he men at Wallers Ash (23 
ais Weston (14 miles) boxes 
watche train pass and noticed no 
signs fire. The evidence of 
nassel ind the Pullman car staff, 
th ugh nflicting, is sufficiently 
Keane to show that the fire 
stalin t it about the rear of coach 
No. 7180, or front of No. 7169. A 
passe was walking back and saw 
» spurt of flame, as though coming out 


with thick smoke, as he was 
ibout opposite the rear compartment of 
h N 7180. The flame appeared 


to originate over the gangway about 
the centre of the roof. 

Colonel Trench considered the follow- 
ing possible causes of the fire, viz., 
hot box; mischievous or malicious 


tiol lropped cigarette or = un- 


extinguished match; hot cinder from 
the engine; and electrical short circuit. 
He concluded that the first three- 

ertainly the first two—could not be 


the origin 
\ hot cinder might have entered the 
lodged in the 


oach, or gangway 
invas. With the loose canvas covers 
probably in use, there would be more 
han of a cinder lodging in the 


bellows with the modified type of half 


ingway than with the standard one, 
listinctly more than with a Pullman 
ingway The canvas of cover and 
bellows would burn freely in a strong 
lraught Engines commonly work 


ird up this 1 in 250 gradient, but the 
rain was well within its regular load- 


ig Both driver and fireman were 
nfident it was steaming easily, with 
the fire in good condition. A 
passenger in the leading coach stated 


that while passing through a tunnel— 
must have been Wallers Ash- 
he noticed a lot of burning ash fly past. 


which 


Some may have alighted on the top of 
the gangway. With such a fire there 
might be little more than a whiff of 
smoke at first, not noticeable by 


and smoke 





ignalmen amid the steam 
f the passing engine. 
Che fusing of the two lighting circuits 





is Inadequate to protect the branch 
wires to individual lamps, for which 
the safe current is 5 amp. The evi 


lence clearly eliminates the magnetic 
control switch on coach No. 7180, and 


is sufficient to eliminate the one on 


No. 7169. The circuit was discon- 
lected A short circuit or low resis- 
tance leak might sufficiently overload 


the 3/-029 V.I.R.-cables leading to the 
corridor lampholder, without blowing 
their fuse, and initiate a fire between the 
soft wood roof and the asbestos millboard 
eiling, but there is no definite explana- 
tion of the cause of such a short circuit. 
There are obvious possibilities of leak- 
ge overload over a prolonged period 
with resultant heating, culminating in 
sudde n short circuit. A test on similar 
leads with a steady 15 amp. for 3 hr. 
made wires and lampholders very hot. 
[he branch leads on the coach roof 
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were covered by a strip of canvas oniy 
and had no real protection against 
mechanical damage. The electrical in- 
stallation is subjected to a thorough 
examination during periodical 
overhauls, the last being on March 8, 
1936 (coach No. 7180), and December 
27, 1935 (coach No. 7169). <A_ fort- 
nightly superficial examination on 
August 13 had revealed no defects. 


1 
snop 


Recommendations and Remarks 

It is not possible to ascertain with 
certainty which alternative—spark or 
cinder, or short circuit—-was responsible 
for the fire, but Colonel Trench con- 
siders that the evidence, so far as it 
is reliable on detail, points to the 
second; but a spark from the engine 
must be recognised as equally probable. 

This case has brought to notice cer 
tain points which should have careful 
consideration :— 

1. The top canvas of gangway bellows is 
obviously particularly liable to catch and retain 
falling sparks and ashes. The British Standard 
gangway can be largely protected by a sheet 
metal cover, and the Pullman gangway with 
Buckeye coupling is much shorter and less liable 
to thisrisk. In the case of the modified gangway, 
a necessary inconvenience during a transition 
period from standard to Pullman type, protec 
tion is not so easy. Colonel Trench does not 
think that canvas covers, which were 
probably in use, are satisfactory. Their replace 
ment by a smooth and closely fitting cover of 
some more fireproof material is a matter which 
should be dealt with at an early date. The 
company has been unable to obtain a canvas 
which would remain really fireproof; the 
leather covers now being installed appear to 
offer more prospect of being at any rate fire 
resisting, if not absolutely fireproof. 

2. The design and layout of the electrical 
installation on the coaches in question involves 
certain unnecessary, though possibly remote, 
risks, and should be modified when opportunity 
offers. The present practice of the company 
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is quite different, and these criticisms are based 
on the methods adopted on the 53 coaches con- 
cerned, built in 1922. 

The risks of a 24-V. installation, supplied by 
batteries of high capacity, are really greater, 
owing to the heavier currents which have to be 
dealt with, than with an ordinary domestic 
230-V. installation. 


It appears that the following points 


were not given due weight in the 
wiring adopted :— 
(a) Circuits should be so arranged and fused 


that any part can carry with reasonable safety 
current up to that which will blow its protecting 
fuse. 

b) Fuse sockets or terminals should be 
marked with the rating of the relative fuse. In 
new construction it would be distinctly prefer- 
able that a coach of this tvpe should have at 
least three circuits, each fused at 25 amp., 
rather than one circuit at 25 amp. and one at 
50 amp. 

(c) Cables and leads should be adequately 
protected against mechanical damage. 


difficulties about 
system 


There are obvious 
the use of the ‘‘ looping in’ 
with this low voltage and its heavy 
cables, but with the present system of 
soldered tee joints it is of the greatest 
importance to make certain of reliable 
workmanship in the jointing, insula 
tion, and installation of cables. The 
number of such joints should be 
reduced to a minimum. 

Colonel Trench considers the ques- 
tion of all-steel stock not to have much 
practical connection with this case; risk 
of fire is not serious enough on steam 
hauled on surface railways to 
justify elimination of wood panelling, 
Xc.; the weak point of these coaches 
was the soft wood roof. <A steel roof 
consideration for future con- 
struction, or  fire-resisting treated 
timber. 


stock 


deserves 

















Women’s Place in Business 


Mr. A. S. Quartermaine, G.W.R. 
Assistant Chief Engineer, presided over 
a meeting of the G.W.R. Lecture and 
Debating Society at Paddington station 
on November 19, when Mrs. Betty 
Gardner, of Swindon, gave a paper on 
‘‘ Women’s place in business. Should 
it be extended or curtailed?’’ The 
attendance was notable for the presence 
of a large number of women members 
of the staff. 

The speaker made reference to the 
factor of sex antagonism, manifested by 
a striving on the part of man to keep 
woman in an inferior position (which 
generally speaking he believed to be 
her proper place) and woman’s efforts 
towards obtaining recognition of a posi- 
tion of equality. Mrs. Gardner traced 
the development of women’s position 
and prestige outside of domestic life 
and spoke of the impetus in this 
matter that was given by the great war. 

Women had always been paid less 
than men, and in discussing the ques 
tion of equal pay for equal work the 
speaker had regard to the fact that men 
generally had heavier economic burdens 
to carry, and that they were more de- 
pendable in respect of continuity of 
employment, and had greater stamina. 
In any case, if equal pay for equal 
work were established very few women 


would obtain any industrial or com- 
mercial work at all. 

In the spheres for which they were 
best fitted, such as nursing, school 
teaching, saleswomen, and _ shorthand- 
typists, and in the lighter industries 
where they were deft and_ skilful, 
women could ill be spared. In some of 
the professions, too, they were rapidly 
making good and were worthy of 
greater representation. 

The difference in outlook between boy 
and girl entrants into business was com- 
mented upon—the boy knowing he was 
in a job for life, while the girl was 
seldom unmindful of matrimonial possi- 
bilities. Figures showed that the em- 
ployment of women in relation to men 
on the railways had more than doubled 
since the war, but the proportion was 
still small, being less than 3.5 per cent. 
on the Great Western Railway. 

Among conclusions drawn by the lec- 
turer were that women should be pro- 
hibited from engaging in work which 
entailed too great a physical strain upon 
them; married women should not be 
expected to provide financial support 
for their children in addition to the 
full time job of rearing and caring for 
them; and that more schemes should 
be initiated for pensions for middle- 
aged women 
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QUESTIONS IN PARLIAMENT 


Level Crossings and Toll Bridges 

_ieutenant-Commander Tufnell, on 
November 19, asked the Minister of 
Transport what was the number and 
situation of level crossings on the roads 
which he was taking over in the Trunk 
Roads Biil and whether he would give 
an undertaking to take steps to do 
away with these crossings at the earliest 
opportunity after be obtains the neces 
sary powers. 

Captain Plugge asked the Minister of 
Transport how many level crossings and 
toll bridges were situated on the trunk 
roads which he proposed to take over: 


and whether he could give an under 
taking that these would be eliminated 
by 140. 

Captain Hudson (Parliamentary 
Secretary Ministry of Transport).—I 


understand that there are three toll 
and one toll ferry on 
described in the schedule of the Trunk 
Bill. I have not yet obtained 
a return of the number of !evel cross 
ings, but if the. Bill becomes law the 
Minister will certainly devote attention 
to the relative 
of all kinds. 


vridges roads 


Roads 


need of improvements 


A Bridlington Accident 


Lieutenant-Colonel Sir Mervyn Man 
ningham-Buller, on November 23, asked 
the Minister of Transport whether his 
attention had been called to the fatal 
accidents to motorists on a railway level 
crossing near Bridlington on November 
15 and whether he would take steps 
to have such level crossings which were 
not operated or controlled by signalmen 
bridged. 

Captain Hudson.—An enquiry into 
the circumstances of this accident is 
being held today by one of the officers 
of the Ministry and the Minister is 
awaiting the report of the enquiry 


East End Facilities 

Mr. Goldie on November 24 
the Minister of Transport whether his 
ittention had been drawn to the fact 
that no fewer than 12,000 westward 
bound passengers were conveyed at 
% a.m. daily to Whitechapel station, 
whilst seating accommodation was pro- 
vided for only 4,000 
whether, in the 
safety and the 
travelling public, 
to reduce the 
seated 


asked 


passengers, and 

interests of public 
convenience of the 
he would take steps 
ratio of standing to 
passengers, and to ensure that 
‘ditional seating accommodation was 
yrovided during rush hours for such 
passengers as were now compelled to 
stand. 

Mr. Hore-Belisha.—It was the 
purpose of the Treasury guarantee of 
£40 millions for railway works in and 
around London to accelerate a_pro- 
gramme of urgently needed improve 
ments. These include the rebuilding 
of Aldgate East station, which will 
enable Metropolitan Line trains to and 
from Barking to be increased from six 


4 ° 


to eight cars, and thus increase the 
seating capacity of the service. 
Railways in East Africa 

Mr. Day on November 25 asked the 
Secretary of State for the Colonies 
whether he would state the total length 


December 4, 1936 
Locomotive Headlights 
Mr. Leckie on Decembe 


~ iy Sag ae isked the 
Minister of Transport wh 


he had 
now received a report ¢ experi 
ments carried out by the 1..N.E.R in 
connection with the us: adlights 
on railway engines; whether they had 
been successful and, if sé ther hy 
would recommend thei | _adop 
tion on the railway sys in the 


interest of public safety 


of railway lines that had been con- pein, me ety 4 
structed in the British dependencies Ms: i” gry: gl a any 10 
in East Africa during the five years ee ee ee using 
ae ae - : special signals fitted wit! flectors 
ended December 31, 1935; the manner ae , ; 
7 : , ; which are detected by , Ss 
in which this construction had been sae : neon ; head 
: 4 : a cageas amps of comparatively VY power, is 
financed; and whether any grants or as :; ae, “= 
: working satisfactorily on t Borough 
loans for same had been made by the bridge branch line; but it <a 
Imperial Government. tem suitable for general 
Mr. Ormsby Gore.—As the answer 
is in the form of a tabulated statement Railway Smoke in Liverpool 
I will circulate it. The following is Mr. Kirby asked the linister of 
the statement: Health, whether he woul his in 
RAILWAY CONSTRUCTION IN EAST AFrRicaA, 1931~—35 
Railway Method of Financing Grants or lo fron 
Imperia 
Kenya and Uganda Railway. (oan funds raised by Kenya’ None 
Yala—Butere extension Government on behalf of 
(10-75 miles) the Kenya & Uganda Rail 
way 
Tanganyika. Branch railway Loan funds raised by Tan Free grant of £30,000 froy 
from Manyoni to Kinyan ganyika Government the Colonial D pment 
giri (93-58 miles Fund to cover interest 
charges for tw ears 
Nyasaland. Railway from Sums advanced to Nyasa \ grant of £500,000 was 
Blantyre to Salima (160 land Railways Limited by made from tl Colonial 
miles Nyasaland Government Development | 1 to 
from Nyasaland Loan meet interest charges on 
Funds Nyasaland (;uaranteed 
loans for a period of ye 


otal length of lines constructed 


Needs of South London 


Mr. Silkin on November 25 asked the 
Minister of Transport whether he was 
iware of the difficulties and 
hardship caused to residents of South 
wark and Camberwell in getting to and 
from their work owing to inadequate 
means of transport; whether his atten- 
tion had been drawn to a reply made 
recently by the Chairman of the 
London Passenger Transport Board to 

deputation from Southwark and 
Camberwell to the effect that no action 
could be taken by the board to deal 
with the problem; and whether, in the 
circumstances, he prepared to 
take any and, if so, what action in the 
matter. 

Mr. Hore-Belisha. 
the Chairman of the board that the 
views expressed by the deputation to 
which the hon. member refers are being 
placed before the Standing Joint Com 
mittee set up under the London 
Transport Act, 1933. 


serious 


Was 


I am informed by 


Ladies’ Compartments 

Mr. Day on November 25 asked the 
Minister of Transport whether he 
would consider making representations 
to the various railway companies of 
Great Britain asking them to have one 
or more compartments set aside and 
labelled for ladies only on all main-line 
trains. 

Mr. Hore-Belisha.—This, I am _ in- 
formed, is the practice. 





264 miles 


tiluence to effect agreement between the 
health committee of Liverpool and th 


L.M.S R. as to the methods whereby 
the company might be able to assist in 
the early abatement of the smok 


nuisance in the central area of Liverpool 

Sir Kingsley Wood.—I am informed 
that the railway company are obtaining 
a report on existing conditions as a 
preliminary step to considering what 
practicable measures can be taken in 
co-operation with the Town Council in 


the matter. I do not feel that any 
thing would be gained by my inter 
vention at the present stage I am 


however, kee ping in touch with deve lop- 
ments. 


A Denaby Main Crossing 

Mr. Thomas Williams on December 2 
asked the Minister of Transport if he 
was aware of the 
dislocation of traffic which were caused 
by the railway crossing at Denaby 
Main; whether any scheme was under 
consideration for the erection of 
bridge; and, if so, would his depart 
ment make a substantial grant towards 
the cost. 

Mr. Hore-Belisha.—The five-year pro 
gramme of the West Riding County 
Council includes provision for a new 
bridge to replace the level crossing at 
an estimated cost of £150,000 The 
Council has not yet submitted details, 
but I shall be prepared to consider an 
application for a 75 per cent. grant to 
an approved scheme. 


inconvenience and 





XUM 











XUM 


a whole, met the 
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The Road and Rail Transport Problem 


O esday evening Mr. A. f. 
Pears the L.M.S.R., addressed 
K Shop Management Associa 
ton il Chemical Industries), on 
bh . of the road and rail trans 
rt 1, with especial regard to 
the ition of railway charges. 
Mucl the ground covered was 


fami railwaymen, although not 

understood by those not 

direct gaged in the industry, and, 

+ Mr. Pearson raised a num 
ber ( ts of spec ial interest. 

} iple, it is not always remem 

, at the time of grouping, 

ortunity was taken to effect 


te revision of railway rates 

s, the trading associations 

supported the classification principle. 
Rey was begun in 1920 and not 


until 1927, and many oi 
ples which had applied to the 


railw before the war were found to 
Y ired after hostilities had ceased, 
the advent of modern highways 


nternal combustion engine. 
20 the various trading interests 
| by the Minister of Transport 
iews on the general prin 
hould be embodied in the 
Act s the future 
rges, and Mr 


basis of rates 
Pearson quoted 
x ples of the replies that were sent. 
[he Mining Association was of opinion 
hen existing system, taken as 
needs of the com 
mmunity; the Mansion House 

\ tion, the Federation of British 
ries, and the Central and Asso 
| Chambers of Agriculture thought 
1 existing system of rates and 
should be continued. With 
eplies, and after a_ statutory 
ry committee appointed by the 


Minister of Transport (who was then in 


ion of the railways) had held a 
uublic inquiry to determine what modi- 

were necessary, Part III cf 
tailwavs Act of 1921 was framed, 
vas still in force. 

[his charging structure had five main 
iples. In the first place there was 
mprehensive classification of all 

ndise based largely on the value 
1 commodities conveyed—although 
r factors were important; secondly, 
tem of rates and charges was based 


on this classification; thirdly, a stan 


fixed which the 
hars should aim at earning; fourthly, 

e preference was forbidden and 
required to be published; 
istly provision was made for ap 
to the Courts in regard to the 
nableness of charges or against pro- 


revenue Was 


were 


d increases 
\iter pointing out that one of the 
i) provisions—the standard revenue 
igements—had not vet functioned 
ill, partly, he said, by reason of 
growth of road transport and partly 
se of acute trade depression and 
national complications, Mr. Pear- 
stressed the importance to the 
inity of the railway as a compre- 


hensive system. The problem of rates 
and charges was the problem of how 
to raise a revenue which would enable 
the railway industry to be carried on 
and developed upon a commercial basis. 

Classification of merchandise based 
mainly on the value of the commodi- 
ties had applied as an integral factor of 
a Classified charging system ever since 
canals, docks, and railways began to 
serve the community. In 1929 the 
Royal Commission on Transport heard 
the evidence of the Federation of 
British Industries, the Mansion House 


Association, and the Traders’ Traffic 
Conference. The F.B.1. embraced 
more than 20,000 industrial under 


takings and covered every representa 
tive production trade in the United 
Kingdom, while the Mansion House 
Association was composed of some 
thousand firms who were all large 
traffic users. The representatives of 
these bodies informed the Royal Com 
mission: ‘‘ It is considered that the 
scale of charges by railway based on 
classification of goods is the right 
method of charging railway rates.”’ 
The Royal Commission gave the opinion 
in its final report published in 1931 that 
the system of classification of merchan 
dise and railway rates was working 
satisfactorily 

The growth of competition by road 
transport, which was not required by 
Parliament to apply the theory of value 
in fixing charges, had naturally jeopar- 
dised the whole plan, said Mr. Pearson, 
because it had automatically attracted 
to it traffic of high classification and 
had also depressed rates. The result 
was that the railway system was shorn 
of an important proportion of its 
formerly remunerative traffic but was 
left with all the obligations of a pub- 
licly controlled carrier with a compre 
hensive classified scale of charges to 
carry a vast and expensive volume of 
miscellaneous business in packages too 
small, or between points too scattered, 
or of too low grade a type, to be attrac 
tive to its competitors. Whether a 
new basis of rail charges was desired 
or not, the existing dissimilarity in the 
methods of freight charging by road and 
rail was gradually bringing the situa- 
tion to the critical point, and a collapse 
of the system of rail charges might 
cause vast disturbances of trade, with 
repercussions which it was difficult to 
forecast. It was necessary that 
traders, and indeed the community, 
should understand the position so that 
steps could be taken to avoid such a 
contingency. 

The road goods transport 
was in small units, chiefly 
businesses. In most cases there had 
been no regular scheme of rates, and 
until lately anybody could get a vehicle 
licence and operate as a carrier for 
hire. A great deal of the traffic had 
been obtained by simply undercutting 
the published rail rates, and the very 


industry 
one-man 
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size of the railway, its ramifications, and 
its need to apply equal conditions, had 
probably been an advantage to those 
who could quote rates as they wished 
from hour to hour and from place to 
place. The control imposed by Parlia- 
ment in 1933 had naturally caused a 
little restraint on this. Burke’s classic 
dictum might be adapted to the road 
goods industry that to regulate and to 
please, no more than to love and be 
wise, was not given to men. To bring 
an industry with several hundred 
thousand units and with no semblance 
of organisation up to the level of a 
uniform public service could not be 
accomplished without disturbance and 
possibly hardship. 

The question of compensation to dis 
placed hauliers was discussed during the 
passage of the Road and Rail Traffic 
Bill through the House of Lords. An 
endeavour was made to insert a clause 
providing for the payment of compen- 
sation in the event of refusal of a 
licence, or the imposition of new con 
ditions which would reduce the value 
of an operator's business, owing to an 
objection being lodged. The amend 
ment was negatived, and the Govern- 
ment’s spokesman (the Earl of Ply 
mcuth) said: ‘‘ The position now is 
that there is unlimited competition, 
particularly among small operators, so 
far as goods traffic is concerned, and 
they are continually being driven off 
the road. They get no compensation 
for that, and I, personally, venture to 
say, with a great deal of confidence, 
that these small operators in particu 
lar will get very much better treat 
ment under this Bill than they could 
possibly hope for if the Bill were not 
passed into law.’’ 

Mr. Pearson emphasised that the rail 
way companies had no wish to see the 
cessation of road transport. The four 
groups had important interests in the 
road passenger business, and had also 
invested some £4,000,000 in the road 
goods business apart from their own 
cartage equipment comprising 9,000 
parcels and goods motor vehicles, and 
5,000 trailers. The total number of 
read motor vehicles operated by the 
railway companies and their associated 
road concerns now amounted to 11,641 
vehicles and 5,601 trailers. There were 
also about: 26,000 railway-owned horse 
vehicles. Road transport interests 
often pointed to railway methods of 
organisation as a model of efficiency 
ind exhorted their members to copy 
them, but in the next breath con 
demned the railway out of hand as a 
vehicle of service! One would think 
that a transport undertaking with so 
ideal an organisation and with so much 
experience behind it would have some 
balance in its public relations. 








Forthcoming Meetings 


Dec. 8 (Tues:;—Assam-Bengal Railway 
Co., Ltd. (Ordinary General), 56, - 
Victoria Street, S.W.1, at 12 noon, 
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NOTES AND 


New Electric Services, Southern 
Railway.—From last Monday, Novem 
ber 30, a number of the steam trains 
on the Weybridge to Virginia Water 
line were superseded by electric trains 
These trains run every weekday, begin 
ning with the 11.41 a.m. Virginia Water 
to Weybridge, and thus form the first 
portion of the new electrification ex 
tensions 


L.M.S.R. Engine Named ‘“ The 
Old Contemptible.’’—The L.M.S.R 
engine No. 6127 was on November 28 
named The Old Contemptible, in a cere 
mony at Euston station The naming 
was performed by General Sir Felix 
Ready, President of the Old Con 
te mptibles’ Association, 250 members of 
which were present The L.M.S.R. was 
represented by Mr. W. V. Wood, a 
Vice-President « 


f the company 

Canadian Pacific Earnings.—Gross 
earnings of the Canadian Pacific Rail 
way for the month of October, 1936 
amounted to $14,249,000, an increase 
of $51,000 in comparison with October, 
1935 In the working expenses of 
$9,846,000 there was a reduction of 
$103,000, leaving net earnings $154,000 
higher, at $4,403,000 \geregate gross 
earnings for the first ten months of 1936 
were $114,193,000, an increase ol 
$7,954,000, and the net earnings of 
$16,230,000 were higher by $594,000. 

Canadian National Earnings. 
For the month of October, 1936, gross 
earnings of the Canadian National 
Railways amounted to $18,786,278, an 
increase ol $962,440 over October, 
1935. Operating expenses ($15,147,759) 
advanced by $951,986, to leave net 
earnings of $3,639,519, which were 
$10,454 higher than for October, 1935. 
\gevregate gross earnings from January | 
to October 31, 1936, were $153,234,590, 
an improvement of $10,311,676, and 
the net earnings for the 10 months were 
$81,355 higher, at $9,843,980 


Restaurant Car and Retiming on 
Southern Train Ferry Service.— As 
from last Monday a Pullman restaurant 
car has been attached to the through 
LLondon—Paris sleeping car train between 
Victoria and Dover Marine rhe out 
ward service leaves Victoria at 10 p.m., 
and suppers and light refreshments are 
served from 9.15 p.m On the return, 
breakfast is served from the time the 
car is attached to the train at Dover 
Marine From December 1 this service 
has been retimed to reach Victoria at 
9.5 a.m 


Freight Rebates Scheme Review. 

The Railway Rates Tribunal has 
issued its formal judgment, continuing 
the rates of rebates on selected traftics 
under the freight rebates scheme for the 
vear ending September 30, 1937, on the 
same scale as those prevailing for the 
two previous years, namely, 15 per cent 
of carriage charges for agricultural, 
273 per cent. for coal, etc., 32} per cent 
for coal tolls, and 12} per cent. for other 


traffics The sums paid in rebates for 
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the previous year were £758,046 agricul- 
tural, $2,459,547 coal class, and £389,340 
other industrial. 

Railway Freight Rebates Bill. 
This Bill, which was read a second time 
in the House of Lords on November 24, 
passed through the Committee stage 
and was reported without amendment 
on November 26 At the third reading 
stage on December 1 amendments were 
made, and the Bill was passed and sent 
to the House of Commons, which gave it 
a first reading on the same day. The 
Bill was listed for second reading 
yesterday, but notices of objection have 
been lodged by three members. 


Renewal of R.A.S. Air Mail Con- 
tract.—It is announced that Railway 
\ir Services Limited has been awarded 
for the second year in succession the 
contract for the carriage of mails on 
Britain’s principal internal air route, 
from London to Glasgow via Liverpool 
and Belfast. This route, which has been 
operated without cessation since 1934, 
provides a service which has enabled the 
postal authorities to effect a considerable 
reduction of time in the transit of mails 
The passenger traffic over the route, 
moreover, shows a progressive increase. 


Railway Rates Tribunal.—As will 
be seen from the legal notice on page 
961, the Railway Rates Tribunal will 
sit on Tuesdays, January 19, February 
16, March 16, April 13, May 11, June 15, 
July 13, October 19, November 16, and 
December 14, 1937, to hear applications 
as to the granting of new, or the reduc- 
tion of existing, exceptional rates. The 
Court will also sit on Tuesdays, January 
26, April 20, July 20, and October 26, 
1937, to hear applications to determine 
any questions as to classification of 
merchandise ; applications as to the 
reductions to be made from the standard 
charges where damageable merchandise 
is carried under owner’s risk conditicns ; 
and appli ations as to rebates under the 
Railway Freight Rebates Scheme 

Railway Tickets as Christmas 
Gifts.—Following the successful] intro 
duction experimentally last year of a 
Christmas gift ticket scheme, the British 
railways are this year arranging a simple 
scheme to enable the public to buy 
and send railway tickets as gifts to 
their relatives and friends during the 
Christmas and New Year season. The 
scheme applies to all descriptions of 
railway tickets which are available for 
use on the outward journeys from 
December 5, 1936, to January 2, 1937, 
inclusive \rrangements have been 
made for the railway companies to 
supply in advance of the holidays travel 
tickets for journeys beginning at any 
station. Greeting cards slotted inside 
to hold railway tickets are being pro- 
duced, and these, with the appropriate 
tickets, will be despatched as gifts to 
friends, or forwarded to the address of 
applicants, as may be desired. Applica- 
tion folders will be available at railway 
stations and enquiry offices from Decem- 
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ber 5, or the tickets and ereetiy 8 cards 
may be obtained by dir 


plic ation 
by letter with remittance t ht central] 


addresses: the Superint t of the 
Line, G.W.R., Paddingto tion, W.2 
the Chief Commercial Mar LL.M.S.R 


Euston House, N.W.1: 1 Passenger 
Manager, L.N.E.R., Liv | Street 
station, E.C.2.;. the Tratiic Manager 
Southern Railway, Londo: ve sta 
tion, S.E.1; the Passen \lanager 


lanage 


L.N.E.R., York; the Cor il Man 
ager, L.M.S.R., Central Glas 
gow ; the Passenger Mana LL.N.E.R.. 
Waverley station, Edinbur ind the 
Traffic Superintendent, L.\ RK. Aber 
deen. 


Road Accidents.—The \linistry of 
Transport return for the week ended 
November 28 of persons killed or injured 
in road accidents is as follows The 
figures in brackets are tli for the 
corresponding period of last year 

Killed, including 
deaths resultir : 
previ us acclient 





England 105 (136 »171 (3,951 
Wales aS 5 (4 137 72 
Scotland ed 15 (6 334 332 

125 (146 $642 4.455 


The total fatalities for the pre 
vious week were 152, compared with 
164 for the corresponding period of last 
year. 








Forthcoming Events 


Dec. 5 (Sat Stephenson Locomotive Soci 
Midlands), at 4, Bury Old Roa Man 
chester, 6.30 p.m. Ten-Minute Papers 

Dec. 8 (Tues.).—-Institute of Transport (Bur 


mingham), at Queen’s Hotel, 6 p 


Principles of Passenger and Fr t Tr 
Operation,”’ by Mr. W. Shelt 

Institute of Transport (london), at Ins 
Electrical Engineers, Savoy Pla W.C.2 
6 p.m. “ Maritime Passenger St 


by Dr. B. Cunningham 

Institute of Transport (Notting! 
uate), at Guildhall, 7 p.m “ty 
Restrictions and their Effect on I 
by Mr. A. Riley. 

Institution of Civil Engineers, Great Georg 
Street, London, S.W.!, 6 p.l Phe 
Maintenance of Waterways to Harb 
and Docks,” by Mr. R. Carpmac 

Permanent Way Institution (Shetheld 


Roval Victoria Hotel, 7 p.m. “* Pern 
nent Way Foundations,” by Mr. J. Dawson 
Dec. 9 (Wed British Railway Stockholders 


Union Limited, at Caxton Hall, Caxt 
Street, London, S.W.1, 11.30 a.n \nnua 
General Meeting. 

Institute of Welding (london), at Inst 
Mechanical Engineers, Storey’s Gate, 5.W.1 
6.30 p.m ‘The Weldabilityv of Steel,” b 
Dr. T. Swinden 

Institute of Welding (Scottish), at Roya 
Philosophical Inst., 207, Bath Street, Glas- 
gow, 7.30 p.m. ‘* Electrode Manipulatiot 
by Mr. J. Carpenter. 

Permanent Way Institution (Newcas 
Mining Inst., Westgate Roa 
“ Winning Coal and its Effect upo! 
Railways,” by Mr. G. Davison 

Dec. 10 (Thurs.).—G.W.R. (London) Lecture 
and Debating Society, in General Met ting 
Room, Paddington Station, W.2, 5.45 pn 
“Interesting Aspects of the South Wales 
Coal Trade,” by Mr. E. Evans 

Institute of Welding (Liverpool), at Cit) 
lechnical College, Byrom Street, 7.30 p.1 
** Oxy-Acetvlene Welding and Cutting 
Applied to Track Work,” by Mr 
Swinnerton. 

Southern Railway (J.ondon) Lecture anc 
Debating Society, at Chapter House, St 
lhomas’s Street, S.E.1, 5.45-p.m. * Ope 
rating Problems in Connection with Special! 
Events,” by Mr. J. Sharpe. 


/ p.m 
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Railway Bills in Parliament 


four main line railway 
siving notice of a Bill in 








P rlia - the Session of 1937, and 
the Lot Midland & Scottish is also 
ae Scottish Provisional Order. 
Lond sport also has a Bill. The 
c rn Bill will include three 

W [he first (2 miles 7 fur- 
longs th) will connect Denham 
with Ealing & Shepherd’s Bush 


<tension authorised by the 
rn Company’s Act of 1936. 
Railw Jo. 2 (7 miles 3 furlongs in 
variation from the 
ir Dawlish which was san 





Dr L 


branch ; 


Mwyndy branch; Llantrisant Common 
branch; Treferig Valley; Ely Valley 
and Mountain branch. 

Construction of a railway of 6 fur 
longs at Eynsford and of a_ bridge 
widening at Dorking are proposed in 
the Southern Railway Bill, which will 
also provide for an extension of time 
for completion of the jetty and graving 
dock (No. 2) authorised by 


the Act 
of 1927, and for compulsory purchase 


of lands required for the subway author 


ised in 1931 at the City station of the 
Waterloo & City Railway, and for the 
Folkestone-Dover deviation authorised 

















the company’s Additional in 1934. Power is being sought to close 
Powers Act of 1936. A short connec the opening span of the bridge over 
tion tween Pyle station and the the Arun at Ford, and to remove the 
Port ranch will form Railway boundary wall in Buckingham Palace 
No. 3. Abandonment is proposed of Road between Elizabeth bridge and 
Railw No. 3 authorised by the Ebury bridge. The London Passenger 
Llantrissant & Taff Vale Junction Rail Transport Board Bill will propose an 
iy Act, 1866, and of portions of the extension of the Morden-Edgware tube 
followi railways Camerton branch; 2} miles towards Elstree. Extension of 
Brecon & Merthyr Railway; Pont Shon time for completion of works is sought 
Norton branch Llancaiach branch; jn the L.M.S.R. Scottish Order. 
—— = 
B . . I . > 
ritish and Irish Traffic Returns 
) — 
lotals for 48th Week | Fotals to Dat 
\ BRITAIN —— _ —— — ~ 
| 
} 
1936 1935 Inc. or Dec 1936 1935 Inc. or Dec 
>» +a] 916} i ‘ ; f } i 4 
ratty 393,000 382,000 11,000 23,822 000 | 23.223 000 599,000 
( Xe 498,000 491 000 7,000 23,031,000 21,775,000 1,256,000 
273,000 294 000 21,000 11,522,000 11,163,000 359,000 
771.000 785,000 14,000 $4,553,000 32,938,000 1.615.000 
1,164,000 1,167,000 3,000 58,375,000 56,161,000 2,214,000 
$32 1 
tratty 262 000 265,000 3,000 15,509,000 15,193,000 316,000 
\ 372,000 389,000 17,000 15,706,000 | 15,219,000 $87,000 
258,000 277,000 19.000 11,159,000 10,773,000 386,000 
rafl 630 G00 666,000 36,000 | 26,865,000 | 25,992,000 873,000 
892.000 931.000 39,000 412.374.0000 $1,185,000 1. 189,000 
N I $746 Ss 
Il i 172,000 162,000 10,000 | 10.051.000 9 844.000 07. GOO 
, ‘ | ; ‘ =/, 
201,000 196,000 5,000 | 9,195,000 8,822,000 373,000 
112,000 125,000 13,000 4.829.000 $807,000 22 GOO 
313,000 321,000 8,000 14,024,000 | 13,629,000 395.000 
| $85,000 $83,000 2,000 | 24,075,000 | 23,473,000 602,000 
s.] 2 1531 | 
i ; | = | a 
ratty 254,000 246,000 8,000 | 14,750,000 14,447,000 303.000 
XX 67,500 70,500 3,000 | 3,023,500 2 977,500 $6,000 
34.500 $4,500 10,000 1,476,500 1,448,500 28.000 
102.000 115,000 13,000 | $500,000 $426,000 74.000 
356.000 361 000 5,000 19,250,000 18,873,000 377,000 
Overhead 1,136 1,097 39 | 57,326 56,531 795 
s $720 4,165 555 196.290 192.587 § 703 
Passenye } 
Board 553,300 544,400 8.900 12,332,600 11,967,200 365,400 
| AND 
i C.D Pass 1,734 1,777 43 122,431 121,409 |-4 1,022 
80) ve 
xoods 569 517 52 25,74: 24,525 1,218 
total 2, 303 2,294 9 148,174 | 145,934 | 2,240 
; rl pass 8.250) 7,750 S00) 513,700 $92,450 | 21,250 
‘4 
| 
z00ds 11.100 10,900 200 | $56,250 | $53,500 | 2,750 
total 19,350 18,650 700 969,950 945,950 | 24.400 
| 
eat S ern pass 26,550 26,210 340 1,702,453 1,648,975 f 53,478 
goods 60,128 56,132 3,996 2,043,244 1,913,278 129,966 
total 86,678 $2,342 4.336 3,745,697 3,562,253 183,444 
——$——__— 





* 22nd week. 


+t 47th week. 
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British and Irish Railways 


Stocks and Shares 





Prices 
fin are 
Stocks oS | FS De 
“i ggogel HEP a 5» | Rise/ 
1936 Fall 
G.W.R. 
Cons. Ord. .-| 551g | 4412 | Glle z 
5% Con. Prefce ...|124 108 1251 
5% Red. Pref.(1950)|/117 10634 [11012 
4% Deb. ... .../11812 (108 115 . 
4} % Deb. | y.- 110 11919 = 
44% Deb. 12915 118 |127l2 
5% Deb. ..(14014 |130 — |1381g : 
24° Deb. ...| 8214 | 6812 | 7612 cil 
5%, Rt. Charge ...|137 128 13512 — 
5% Cons. Guar. ...|13634 12012 (13312 
L.M.S.R. 
Ord. es ...| 25536 | 16 32 lp 
4% Prefce. (1923 5814 | 4312 | 82 +1 
4% Prefce. ..-| 871; 731, | 92 - 
5% Red. Pref.(1955) 107 9734 |107* =STe 
4% Deb. .. (11014 | 9912 |10812* |—11 
5% Red.Deb.(1952) 11911, ¢ 111516 11612 
4%, Guar. 11055g 951g {105 i. 
L.N.E.R. 
5% Pref. Ord. 157g | 81g | Illg |—1g 
Def. Ord. | 7946 434 57 ait 
4%, First Prefce. 7434 48 31 
4%, Second Prefce., 3154 1614 28 = 
5% Red.Pref.(1955) 9214, | 71 99 
4%, First Guar. .../10311;— 93 10219 a 
4% Second Guar. | 9834 8212 | 98l2 


3% Deb. ... .--| 86 75 84* 


4% Deb. ... ...10914 | 981g 107* 
5% Red.Deb.(1947) 11814 (10612 (11212 
44% Sinking Fund 11212 108 109* 


Red. Deb. 


SOUTHERN 





Pref. Ord. 6934 95lo 
Def. Ord. ee 1634 | 25 
5% Prefce we 1081g 1251, 
5° Red. Pref.(1964) 10919 (1171, 
5°, Guar. Prefce. 12112 |1331, 
5% Red.Guar. Pref. 11212 (11712 
(1957) 
‘%, Deb... ... 11634 107 132° 
5% Deb. ... .../138 13014 |1361)* 
4% Red. Deb. |115 10612 |11119* 
1962-67 
BetFast & C.D. 
Ord. ae bea 9 4 51g 
FortTH BrRIDGI 
4% Deb. .e LE11g (10414 |10519 
4°, Guar. . 1097, 104 10519 
G. NORTHERN 
(IRELAND) 
Ord. Je sal ae 7 12 
G. SOUTHERN 
(IRELAND) 
Ord. ne ..-, 5712 1412 | 60 
Prefce. sag ooo] 50 2514 | 65 
Guar. 8834 5114 | 971q 
Deb. 8614, 70 9915 
L.P.T.B 
44% “A” 130 11934 |125* 
os” A” . 13934 130 13519* 
44% “ T.F.A.” 1133, 108 109* 
5% “8B” ./13I1g (12234 |127* 
A is . 10915 91 46 
MERSEY 
Ord. aes ..| 2alg 914 3815 
4% Perp. Deb. ~1001lo 93lo |101 
3% Perp. Deb. ...| 751: 67 7612 
3% Perp. Prefce. | 62 4714 6712 


* ex dividend. 


“rototh— 
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CONTRACTS AND TENDERS 


fhe Gloucester Carriage & Wagon 


Co. Ltd. has received an order from the 
Crown Agents for the Colonies for two 
third class coaches for service on the 


4 ft. 84 in.-gauge lines of the Palestine 
Railways and generally similar to the 
six which this firm already has under 
construction for the same railway 


Large Diesel Railcar Orders 
Che Drewry Car Co. Ltd. has received 
an order for 99 diesel power-bogie 


Buenos 


3uenos 


rail coaches for service on the 
\yres Great Southern and 
\yvres Western Railways 


Chinese Railway Contract for 
Britain 

\n agreement involving the purchase 
of £900,000 worth of British railway 
material for equipping the new Nanking 
Kanchow Railway Nan 
king on December 2 by Jardine Mathe 
son & Co. and the Chinese Ministry of 
Railways, states Reuters The trans 
action will be financed jointly by bank 
ing houses and the trustees of the British 
Boxer Indemnity 


was signed in 


Bros. & Co. Ltd. has received 
an order from the Leopoldina Railway 
for 230 steel disc 


tyres for carriages and wagons 


Taylor 


wheels and 600 steel 


Horseley Bridge & Thomas Piggott 
Limited has received an order from the 
Nvasaland Railways for two 4,500-gall 


oil fuel tanks 


The Gregg Car Company has received 
orders from the Mysore State Railways 
\dministration -to the inspection of 
Messrs. Rendel, Palmer & Tritton, for 
15 metre-gauge four-wheeled covered 
goods wagons, type IRS MOX, complete 
and five metre 
complete with 


with wheels and axles : 
timber trucks 
axles 


vaugt 
wheels and 

Heatly & Gresham Limited has 
received an order from the’ Indian 
Department for 10 sets of lead 
acid cells, 250 amp 


stores 


Che Chief Controller of Stores, Indian 
Department, has placed orders 
with the General Electric Co., (India 
Ltd., Callender’s Cable & Construction 


Stores 


Co Ltd., and Saxby &  Farmet 
India Limited, for the supply of 
quantities of primary cells and_ re 
newals 

Sir W. G. Armstrong, Whitworth & 


Co. (Engineers) Ltd. has received orders 
from the Indian Stores Department for 


three non-reversible corner drills, and 
one coneentric holder-on 

Uhe D.P Battery Co Ltd has 
received important orders for loco 


motive batteries from the General 
Electric Co. Ltd., and the Metropolitan 
Vickers Electrical Co. Ltd The nine 
locomotives for which these batteries 


are ordered will be used by the London 
Passenger Transport Board in 
tion with extensions now in 
on the Underground railway system. 


connec 


progress 


The batteries are each of 768-a.h. 
capacity and 320 volts and comprise 
cells of the latest D.P. Kathanode 
Locomotive type. This order follows 
the successful use of three similar 
batteries on this work during the past 
five years 


British Locomotives Ordered for 
Colombia 

Beyer, Peacock & Co. Ltd. has 

received an order from the Dorada 


Railway for two Beyer-Garratt articu- 


lated locomotives of the 4-6-2 + 2-6-4 
wheel arrangement and for the 3-ft. 
gauge. These engines, which will 


develop a tractive effort estimated at 
33,000 lb. at 85 per cent. boiler pressure, 
will have bar frames, and will include 
Nicholson Thermic syphons in_ their 
equipment. They will be fitted for oil 
firing and will have a maximum axle 
load of 10 tons 


The Chinese Government Purchasing 
Commission has placed the following 
orders for equipment required tor the 
Canton-Hankow Railway, to be supplied 
to the inspection of Messrs. Fox & Mayo : 

1.C.1. Metals Limited, copper ingots. 

tlurst Nelson & Co. Ltd., 24 wagon 
trames 

William beardmore & Co. Ltd., 200 wagon 
iXles 
Brown, Bavley’s 
igon tyres 
Joseph Walsh & Co Birmingham) Ltd., a 
juantity of steel boiler plates 

Henry Berry & Co. Ltd., three drop pit jacks 
on traversing trolleys 

The English Electric Co. Ltd., has 
received an order for 49 luxury coach 
bodies from the Birmingham & Midland 
Motor Omnibus Co. Ltd., which order 
is additional to that for 65 single-decked 
omnibus bodies at present under con- 
struction for the same company. These 
bodies for long distance Operation will 
be built to the design and requirements 
of Mr. L. G. Wyndham Shire, at the 
company’s Wick Kerr works, Preston, 
and will be mounted on special chassis 
designed and manufactured by the 
Birmingham & Midland Motor Omnibus 
Co. Lid. 


bogie 


Works Limited, 470 


steel 


‘ 


Guest, Keen, Williams Limited has 
received an order from the Indian 
Stores Department for two electric 
level luffing three-ton cranes. 


he Bikaner State Railways Adminis- 
tration has placed the following orders 


to the inspection of Messrs. Rendel, 
Palmer & ‘Tritton 
fata Iron & Steel Co. Ltd., 786 tons of 
inedium manganese rails and 2,776 fishplates. 
Guest, Keen, Williams Limited, 4,95u steel 


16,330 


| ay 
siee per-Ke Vs, 


fishbolts. 


19,000 steel sleepers, and 


Darlington Railway Plant & Foundry Co 
Ltd., 12 sets of 12-ft. switches 
The New York Central System is 


stated to have ordered 100 steam loco- 


motives costing about $8,600,000 and 
divided equally between Lima _ Loco- 
motive Works and the American Loco- 
motive Co. Ltd. Orders have also 


been placed for 82,150 tons of steel 
rails. 


December 4. 1936 
Samuel Fox & Co. Ltd received 

an order from the Chines ernment 

Purchasing Commission. + / 


insper 
tion of Messrs. Sandberg, three ae 
of Dunic nickel steel re eae 
Canton-Hankow Railway a 

The Chloride Electrica Ltd: te 
received an order from the | Ciirisiaits 
Department for seven set id a 
cells, 175 amps 

The Consolidated Pney lo 
Co. Ltd. has received an « n the 
Indian Stores Department four 
pneumatic grinders with ] real 

Ingersoll Rand (India) | ted has 
received an order from 1 Indiay 
Stores Department for t t bur 
sters complete and two trically 
driven air compressors at 

The South Indian Railw munis 
tration has placed orders, t spe 
tion of Messrs. Robert White « rtne rs 
with Linley & Co. Ltd. for 12 tons of 
metal comprising lead sheet varn 
and zinc sheets ; and with A itors 
of Woking Limited, for 1,08 ps of 
positive sections for train-light ells 

Ihe Chief Controller of Stor Indian 
Stores Department, New Delhi, has 


placed orders with Guest, Keen, \\ 
Limited, Burn & Co. Ltd., the Britannia 
Engineering Co. Ltd., Richardson & 
Cruddas, and Saxby & Famer (India 
Limited, for quantities of 
and interlocking materials 


Leyland Motors Limited has receive: 
orders from the L.M.S.R Norther 
Counties Committee, for hydraulic twin 
engined diesel traction units required for 
an S80-seater railcar to be built in the 


ae shops 


Leyland Motors Limited has 
the following orders from rail 
railway associated road transport opera 
tors Hants & Dorset Motor Services 
Limited, six oil-engined Titans ; North 
Western Road Car Co. Ltd 12 oil 
engined Tigers and South Africa 
Railways & Harbours four 
Beaver Sixes 


Board 


fenders are invited by the Egypt 
State Railways Administration, rece 
able by the General Management, Caire 
Station, by December 19, for the supply 
of 566 carriage and wagon tyres 





Tenders are invited by the Bengal & 
North-Western and the Rohilkund «& 
Kumaon Railways, receivable by th 
\gent and Deputy Agent, respective ly 
at Gorakhpur and I[zatnagar, by January 
2, for the supply of miscellaneous 
and required during the 


stores oils 


period April 1, 1937, to March 31, 1938 

Tenders are invited by the Chief 
Controller of Stores, Indian Stores 
Department (Electrical Section), New 


Delhi, receivable by December 19, fot 
the supply of two 40-ton electrically 
operated overhead travelling cranes 
to work on the same track, suitable tor 
a metre-gauge locomotive erecting shop 
and required for the Eastern Bengal 
Railway at Saidpur. 
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LEGAL AND OFFICIAL NOTICES 











Railway Rates Tribunal Fumeqeeiie _ Messhendioe is carried under Central Argentine Railway Limited 
ors LIS one ons, 
LW LYS ACT. 1921 and woes IS HEREBY GIVEN that the 
VERNMENT ACT. 1929 Applications to determine any question 4 Transfer Books of the 4 per cent. Deben- 
LO¢ LL G0 ER a as to whether any Rebate is or was allow- ture Stock and the 34 per cent. Central Deben- 
= he the — on which any ture Stock of the Company will be closed from 
» Be ; ebate should be or should have been cal- the 8th to the 19th December, both days inclu- 
New Exceptional Rates. a under the Railway Freight Rebates sive, for the preparation of Warrants for 
e ° ; Scheme interest for the half year ending 3lst December, 
Reduction of Exceptional Rates ' Printed copies of the Procedure to be fol- 1936 
_ ati : owed in any of the above-mentioned Applica RONALD LESLIE, 
Classification of Merchandise ae _— be obtained from the Office of the London Manager and 
o— ¢ ’ 4 ribunal. ; Secretary. 
Reductions for Owner’s Risk T. J. D. ATKINSON¢ 34, Coleman Street, 
Railway Freight Rebates Scheme Registrar nee London, E.¢ 2 
ene ecember, 19096. 
' Railway Rates Tribunal 
N° Ic] IS HEREBY GIV EN that the Bush House 
LY Court of . Rates Tribunal will —~ =? The West of India Portuguese Guaranteed 
sit on t lov a ( Ss ) on 2 . a - 
Tues th January, 16th February, 16th Ist December, 1936 Railway Company Limited 
Marcel t April, llth May, 15th June, 13th TFNHE Directors are prepared to receive 
July t} Outeme ry ~y November and 14th Tenders for the supply of: 
ecen i o hear . , 2 > a oe ‘ 
D (plications as to the granting of New London & North Eastern Railway FIVE 3-ton ELECTRIC LEVEL LUFFING 
A saitantion of oxintian UWecentions ee RS , f WHARF CRANES 
R t f : pers the pee aun tk N OTICE IS HEREBY GIVEN that. for Ss -ifics ; 7 
R es WwW =e! 1 the purpose of preparing the warrants for Spec ifications may be obtained at the Com 
mnal is requires ai Interest on the Company’s 3 per cent. and 4 per pany s offices on or after the 7th December, 
- , thn Tell fi Ne cent. Debenture Stocks and 44 per cent. Sinking 1936; a charge of £1, which will not be 
Application 7) le ribuna or New Fund Debe Rtas tn : peer - “ returned, will be made for each copy. 
' yp D adne ae fir tae webaetian af un ebenture Stock for the half-year ending ‘ 
xceptional Ra 31st December, 1936, the balances will be struck Copies of drawings may be obtained at the 
Ex nal Rates as at the close of business on llth December oifices of the Company’s Consulting Engineers, 
NOTICE IS FURTHER GIVEN that the and Interest will be payable only to those Messrs. Robert one Partners, 3, Victoria 
Court sit on the following dates Stockholders whose names are registered on Street, Westminster, S.W. . 
: ’ that date Sealed Tenders addressed to the Chairman 
Tues oth zs soogggs A ™ “Tv soem. 20th Transfers of the above-mentioned Stocks and Directors of the West of India Portuguese 
duly th Octobe ee0t, WO Bee should, therefore, be lodged with the Registrar Guaranteed Railway Company, Limited, marked 
tions to determine any questions of the Company at Hamilton Buildings, Liver Tender for Wharf Cranes,” should be de- 
ilteration of the Classification of pool Street Station, London, E.C.2, before 5 p.m livered to the undersigned not later” than 
nd or the alteration of the Classi on llth December 12 Noon on Friday, the lst January, 1937. 
tion of any article. or the Classification By Order The Directors do not bind themselves to 
irticle not at the time classified, or JAMES McLAREN accept the lowest or any Tender. 
, restion as to the Class in which any , Secretary LEONARD G. BOURCHILER, 
irticle classified farylebone Station Secretary 
Applications as to the Reductions to be London, N Ww. l 4, Coleman Street, 
le from the Standard Charges where Ist December, 193 London, E.C.2. 
Notice is also given that 57 of these 
T T T ry ’ Dp ia as 7 rece S (% g é 
RAILW AY AND OI HER REI ORTS /_per cent bonds (amounting in all to 
£5,700 sterling) have been drawn, and 
; aia = that interest thereon will cease after 
Pullms an Car Co. Ltd.—tThe dire: £337,937. Of this amount the preference 
Y : January | next 
nd the payment of a dividend takes 489,400, ordinary divi ; 
f 3 per cent. on the 7 pet dends (at 10 per cent £100,000, and Assam - Bengal Railway. Gross 
ilative preference shares on appropriation to reserve £40,000, leaving receipts for the year to March 31, 1936, 
arrears \ payment of £108,537 to be carried forward For including those from worked lines, were 
~ > - 71 998 > ‘ » ¢ 
2} per nt. on account of preference the previous year the dividends and Rs. 1,71,74,228, against Rs. 1,92,08,013, 
was made in January of this the appropriation to reserve were the and the working expenses Rs. 1,46,01,067 


compared with Rs. 1,42,69,939 in the 


same as for the vear under review 
previous year, so that the operating 


Midland Railway Company of ere . P aa 
’ : aor is ft Wellington, Grey & Bruce Rail- ratio has risen from 74-29 per cent. to 
Western Australia.—The directors i = nO ; 
+] i | f t f way. The estimated earnings tor the 85-02 pel cent., and net earnings have 
l LOTISES a ina aymen ( ° ‘ 22 22 - QoL 7 > 
: Pp half vear ending December 31, 1936, fallen from Rs. 49,38,074 to Rs.25,73, 161. 
t on the second mortgage cumu bd , : 
i eatiad ial applicable to meet interest on the 7 per On the company’s own line the gross 
me aebpenture STO on > ‘ ©) 
ge I ~% an cent. bonds, will admit the payment of earnings amounted to Rs. 1, 61, 30, 168, 
1 f the year ending June 30, j . 
1936 - ‘ ' f 3 At ‘ f4 2s. 6d. a £100 bond, and this pay and the net earnings to Rs. 25,73,161, 
‘ it the rate of . e 1 nN SS ~ - ; 
' t 4s. 9d a 1 ment will be applied as_ follows or 1-08 per cent. on the capital expen 
XY, a S. in we #1, Payadile « 1 ] 
| ; | 1937 : a a 10s. 3d. in final discharge of coupon diture There are no surplus profits, 
nual 937, making, wi e . : , ; r 
eed 4 pre nt No. 108, due on July 1, 1924; £3 10s and the directors propose to carry 
te1 payment of 2 per n n 345 s 
luly 1. 1936. 5 ver ‘ p. th _ on account of coupon No. 109, due forward the sum of £1,845. The total 
wo, « er cen or ) oz « ‘ ; j , ; 
I = : gh je January 1, 1925; and 2s. 3d. on account open mileage of the system Is 1,306 3 


caiiias Midland & Scottish Rail- of coupon No. 110, due July 1, 1925 
way.—The directors, at their meeting Payment will be made on January 1 vear. 
n November 26, had under considera 

dividend on the 5 per cent 


redeemable preference stock (1955), MXports of Railway Material from the U.K. in October 


miles, the same as in the previous 











h ranks part passu with the com- Ten Months Ending 
+ per cent. preference stock, and Oct., 1936 Oct, 1935 Oct., 1936  Oct., 1935 
leclded that a final dividend of £2 10s f £ £ % 
cent be paid, making with the Low ymotives, rail ‘en na ee ee 41,617 81,436 1,095,615 609,040 
nterim dividend of £2 10s. per cent Carriages and wagons “a “a .. 106,819 114,243 1,052,016 989,926 
#9 per cent. for the year. The warrants =e ag na is es , — . 70,998 86,708 1,018,615 743,337 
respect of this dividend will I S Coe, Capes, Hepes ssc Gneee i — 
eee e posted laneous materials .. oa a -- 138,873 183,551 1,250,372 1,601,277 


December 31 
Locomotive and rail exports included the following :— 


Proprietors of Hay’s Wharf Locomotives Rails 
Limited.—The net profit for the year Oct 1936 Oct., 1935 Oct., 1936 Oct., 1935 
to June 30, 1936, inc luding £28,782 { "y "y Y 
I — reserve no longer required, is Argentina .. . z ot fee pees io 2,483 4,112 

“44,824, comparing with £235,598 for Union of South Africa... Se ie --* —* 39,629 90,341 
the previous vear. Adding £93,1 13 British India oe o° ee oe 723 10,746 13,854 75,957 
brought in gives a total available of * Figures not available 
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the railway’s traffics, whic} counts { 
» or 
Railway Share Market the bulk of the decrease in the aggre. 
gate figures of the main line raily Se f 
: S for 
Home railway stocks showed a reac ind a dividend of at least 1 per cent. is the past week. The second ference y 
tionary trend this week. This was partly expected goth the 4 per cent. preference lowered sharply to 28}, tl prefer 
reflection of general market conditions, ind 1923 preference made lower prices ence to 783, and the det 1d pre 
ut the disappointing traffics were also but it appears that their dividends ar ferred stocks also moved a; t holder 
n adverse factor, as were doubts re being earned with satisfactory margin It is, however, possible tl pe 
i I 
garding the outcome of the locomotive ind there is, of course, general confidenc: cent. has been earned on t pr 
engineers’ claim for increased wages. The that their full dividends will be paid ference and its re-entry t vidend 
iggregate decline of £45,000 in last week’s Great Western ordinary was in demand list is still expected in juarters 
traffic figures of the main line railways is earlier in the week on the better outlook Metropolitan stock was | 781 
lue to the fact that comparison is still for the Welsh coal trade, but later ther Central Argentine, B.A ithern 
vith the period last year when there were was a rather sharp reaction to 62. \ 8.A. Pacific and most of tl er mor 
xceptionally heavy coal receipts The 3 per cent. dividend continues to be ex- ictive ordinary stocks of 1 \rgentin 
market is now resigned to the view that pected in this case, but it is realised that railways received fair ar f atten 
r the remaining weeks of the year no it will necessitate further withdrawal tion, but best prices wet ot held 
iterial gains in the trafhie figures are from reserve ilthough lower than that Debenture stocks were in ¢ mand 
likely nd current estimates of earnings In respect of 1935 Southern preferred on any decline in price Cor Centr 
n the junior stocks are based on this was weak at 95} and the deferred went first debentures were active | where 
sumption back to 25, but in many quarters it 1s San Paulo, Antofagasta and e Rail 
L.M.S. ordinary bas gone back to 31} estimated that about § per cent. has were lower Canadian Pac ved 
ut the general belief is that about 13 per been earned on the latter L.N.E. issues relatively steady tendency I 4 t 
ent. will be earned on the stock in 1936 were affected by the £39,000 decrease in debenture has recovered the x ict 
—. 
ry > ry’ , . * . . a 
raftic Table of Overseas and Foreign Railways Publishing Weekly Returns 
f 
Traffics for Week = Aggregate Traffics to Date Prices 
oon | Week 3 ae 
1935-36 Ending Total - - a r=} Totals Jocrease or Since ae ie |S a 
this year agp ° : . Decrease Eo a THO 
: with 1935 This Year Last Year o= > <~z 
— -— Pal 
a ‘ 4 a £ 
4 Chili B 834 29.11.36 19.330 +390 48 667,920 598,520 of 69,400 Ord. Stk 23 1415 22 Nil 
\ t North } t 753 28.11.36 9,835 + 2.027 22 206,684 180,876 + 25.808 a 7 4 8 Nil 
: , : = - A. Deb 491lo 30 52 7 
B 174 Oct., 1936 5,900 600 44 63,600 60,600 + 3,006 6p.c. Deb 13 5 7 Nil 
B ‘ é 3 - Bonds 14 11 16 3 
B \ | 2,806 28.11.36 78,706 4,205 22 1,657,047 1,620,253 + 26.794 Ord. Stk 1019 47 ? Nil 
B \ 190 = 14.11.36 $154,500 + $52,700 20 $2,841,200 $2,47!,700 + $369,500 Mt. Deb 21 10 28 Ni 
B \ Gt. Sout 5,084 28.11.36 128,353 2,463,255 2,600,842 — '!37,587 Ord. Stk 27 13 26 Nil 
B \ sW t 1,930 28.11.36 51.294 896,290 875,826 0 464 24 10 24 Ni 
( t \ t 3,700 28.11.36 142,957 + 3,020,974 2,578,193 + 442,781 ea 177, y 25 Nil 
D - Dfd a 314 12 Nil 
t. l M. \ 273 14.11.36 12,766 227,155 184,867 + 42,298 Ord. Stk 8lo 3 5 Nil 
D> | t Ext 311 14.11.36 2.662 36,386 29.34! + 7,045 - 
| Nort Ext 185 14.11.36 1,177 27,102 22,552 4,550 
D Vv Ext 211 14.11.56 1,064 4 19,492 15,097 + 4,395 
« 1,218 28.11.36 33.760 708,780 677,570 + 31,210 Ord. Inc 1 3 Nil 
| 188 Sept., !936 14,195 52,763 43,715 $ 9.048 Stk 35 30 36 59 
70 Oct., 1936 15,100 . 141,700 117,400 24.300 1 Mt. Db 1035g 10219 104 554 
| k 810 28.11.36 13.476 278,678 254,410 24.268 Ord. Stk i5 61 12 Nil 
W I 1,082 28.11.36 11,900 380,000 269.700 10.300 Ord. Sh 5 Ni 
! f ( \ 794 Oct., 1936 $294,126 3591 44 $4,223,770 $3,843,882 $379,888 
I i Me - Ist Pref 9 z Ni 
I ( 22 O 1936 4,305 1,405 43 45,850 37,885 + 7,965 Sik 8lo 8 5 Nil 
| 1,918 28.11.36 21,77! 2,515 48 943,775 859.871 + $3,904 Ord. Stk Slo 21 7 Ni 
M 483 21.01.53 $307,500 + $17,600 21 $5,397,200 $5,120.200 + €277,.000 Vo ly Nil 
M 319 Oct., 1936 8,771 : 2,167 18 32,198 22,939 + 9,259 Ilo Ilo Nil 
, 397 1.11.36 1,639 7,145 48 109,544 139,621 30,077 Ord. Sh 64 42 21 Ni 
I 274 21.31.36 32,434,000 3611006 21 $53,495,000 $45,237,000 4 258,900 Pr. Li. Stk 8015 60 78 75g 
( 1,059 O 1936 82,005 + 112 #18 339,051 299,665 + 39,386 Pref 105g 67 10 Nil 
100 21.11.36 ©3891 21 €234,108 €249,436 15,328 Pr. Li.Db 65 61 15 Ni 
% 153$ 22.11.31 7,030 47 ! 373,797 1,147,855 + 225,942 Ord. Stk 80 35 83 3 
164 = Oct., 1936 2 17 12.420 12,640 220 Ord. Sh 111 11g : 8 
Unit H 1,353 28.11.36 + 1,101 22 333,876 342,574 — 8,698 Ord. Stk 31; 1 2 Nil 
N 73° Oct., 1936 81 18 3,75! 2,578 1,173 Deb. Stk 41 21515 5 Ni 
( Nat 23,613 21.11.36 + 81,639 47 32,950,638 39,725,193 + 2,225,445 
N — _- — 4 p.c. Perp. Dbs 785g 521 ye 
I - - 4 p.c, Gar 1035g 93 afg 
I l 17,220 21.11.36 6,000 47 24,551,200 22,890,200 + 1,661,000 Ord. Stk 141j¢ 8 3 Ni 
\ B 1,329 31.19.36 2059 30 735,702 709,437 4 26,265 Ord. Stk 921g 7719 $61 37 
B I t 202 31.10.36 - 683 30 65,932 79800 — 13,868 Ord. Sh 105 77\o 661 7 
Be Ne West 2,112 10.11.36 5,864 290,704 260,870 + 29.834 Ord. Stk 3011p 291 305 514 
D X Exte 161 10.11.36 287 ©2371 85,782 3,41} os 1271p 122 = 1201p_— Sig 
B I-N 3,268 10.11.36 5,841 3,656,699 3,874,944 218,245 105 1005 1011 3116 
= |B Baroda & Cl. I 3,072 20.11.36 34.875 34 5,122,500 4,987,500 + 135,000 3 1151, 110 110 5716 
M Sout M tt 3,229 10.11.36 - 9,353 32 3,246,638 3,253,776 7,138 1281p 113% 110i; *& 
I kK 572 10.11.36 52 82 47,093 45,632 + 1,37! 294 262 208 5°16 
. I 2,532 31.10.36 14,720 30 2,379,315 2,361,387 17,928 11934 1041, 1031 5516 
B { 204 = Sept., 1936 + 24.443 52 803,277 769,888 + 33,329 
| | & ¢ t 15 Oct.. 1936 718 44 14,608 15,053 445 - ia 
Egvp Delt 620 10.11.36 1,272 32 148,404 144.301 + 4,103 Prf. Sh 2 15g 134 om ‘ 
te ° 104 29.8.36 —- 2,514 35 33,629 62,623 — 28,994 Inc. Deb Blo 2 31. _~—SONill 
( 1,625 Oct., 1936 181,657 i1,959 44 2.129.052 2,003,110 + 125,942 - 2 
M t B. Deb. 48 36 46 47 
M 913 Sept., 1936 120,223 13,530 52 1,252,141 1,384,055 — 131,914 1Mg.Db. 10414 100 103 41g 
M W.A 277 Sept., 1936 14,970 820 13 36.835 37,203 368 Inc. Dekh. 9854 93 ve . 
ae © 1,905 17.10.36 44,!27 15,934 29 869,343 671,029 + 198,314 — - 
1,538 Sept., 1936 215,585 | + 22,258 52 2,291,219 2,320,250 —- 29,031 4p.c.Db. 1051p 101 105 31 
haA 13,263 7.11.36 633,665 + 37,065 31 19,258,758 17,675,695 + 1,583,063 - : 
4,728 June, 1936 703,693 16,855 52 9,689,925 9,421,092 + 268,833 : : 
H 112 Sept., 1936 6,666 - 6,193 39 65,948 101,435 - 35,487 — - - 
Note.—Yields are. ased on the approximate current prices and are within a fraction of 1 jg. 


The variation ir S 
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+ Receipts are calculated @ Is. 6d. to the rupee. 
rling value of the Argentine paper peso has lately been so great that the method of converting the Sterlir 
nwards are based on the current rates of exchange 
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Salvador and Paraguay Central receipts are in currency. =) 
ig weekly receipts at the par rate of exchang 


ind not on the par value 
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